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CAR JACK. 


We feel some satisfaction in presenting fur considera- | 


tion so simple and effectual an invention as the accom- le 


panying engraving represents, and especially so since | 


| . 
| consider economy. 
| my would be called wasteful extravagance by others. 


tice it take widely different views in regard to what they 
What some would consider econo- 


| There are many managers, with a reputation as first-class 
business men, who entertain false notions in regard to 

economy. Such are those who seem to consider economy to 
| consist in hoarding every dollar they get hold of, and 


the need of some device to accomplish the object for | never paying one out until it is absolutely necessary—in 


which this is intended will be apparent to all who have 
had occasion to move loaded cars. Probably it has occurred 
to nearly every one who has observed the common pro- 
cess of moving loaded cars short distances, viz. : employing 
several men to push and using crow bars at the wheels, 
thata better and more economic method should be devised. | 
In all the jacks we have ever seen offered for this purpose 
the weight and. difficulty of keeping them up to the car 
as the car advances have about neutralized 
all the advantage'gained. This difficulty is ob- 
viated by attaching the machine to the end of 
the car, directly over one of the rails, by means 
of the little spurs shown in the illustration 
which are slightly driven into the bottom and 
end of the car. A foothold is secured for the 
brace by means of a steel reversed U shaped 
shoe which, as the lever is depressed, cramps 
upon the rail and cannot slip. Now it will be 
seen that the lever may be worked up and 
down, with a rapidity increasing as the inertia 
of the car is overcome, and the shoe will take 
a new and advanced position on the rail at each 
elevation of the lever. The power obtained 
by this combination of the knee joint and 
lever is sufficient with applied the strength of 
one man to start and move a loaded car under 
almost any circumstances. 

The link which may be seen lying on the lever 
can be thrown forward into the position shown by 
the dotted lines, and hooked on to the spur, when a 
slight motion of the lever will draw the spur and detach 
the jack from the car. 

Mr. A. Freeman, the inventor, will dispose of rights 
to manufacture. Further information may be_had of 
him at Fairbury, Illinois, or of Mr. W. Freeman, Freight 
Agent of the Camden & Amboy Railroad, at Philadel- 
phia, Pa. 








—Next to the Suez Canal in magnitude is the Amster- 
dam Ship Canal, which has been in progress about five 
years, and is expected to be completed in 1876. The ca- 
nal is being formed through two lakes, both of which 
are shallow, first, by making embankments on each side 
of the line of canal, and then by dredging out the mate- 
rial between to the requisite dimensions. A deep excava- 
tion is being rapidly formed from the lakes to the North 
Sea, through the sandhills, and outside this piers built of 
large concrete blocks are in progress, which will extend 
about.a mile into the sea, and enclose within them an 
area of about 200 acres, which will be dredged to a 
depth of 24 feet below low water. The canal will also 
have three locks at the North Sea entrance, a little east- 
ward of the harbor. The canal will have a width at the 

. bottom of 88 feet, which is 16 feet wider than the Suez 
Canal; a width at the top of 195 feet, and a depth of 23 
feet. The locks will be large enough to admit ships of 
the largest class. 





—An underground route through Baltimore is now 
the subject of discussion among the roads centering in 
that city. The entire sum required to be raised is esti- 
mated at $4,583,000, represented by bonds, and $600,000 
by stock, and the important point of consideration is the 
proportion of aid that should be extended by each of the 
seven companies interested and the city of Baltimore. 








fact, to hang on to it with the grip of a miser. 

It is no economy to save a dollar if it costs five dollars 
to do it; yet there are many who practice this sort of 
saving and call it economy. Perhaps there are no more 
shrewd business men in the country, as a class, than our 





| railroad managers; yet, although they are usually men 


common expression, “beaten themselves.” As soon as 
manufacturers discovered a disposition on the part of 
railroad men to get the cheapest article in market, they 
commenced the manufacture of inferior goods, and this 
has been practiced to such an extent that it has become 
a difficult matter to get a genuine article of any kind, 
on the whole list of railroad supplies. A single staple 
article, viz.: lubricatory oil of very inferior quality, is 
supplied at very cheap rates; and, although there are 
some mnifacturers of that article that are doing. a 
thriving business by selling a superior article, there are 
many others who seem to be doing equally well by fur- 
nishing a large class of “economists” with filthy trash, 
and so long as the manufacturers continue to find a 
ready market for inferior goods, they will not be likely 
to improve their quality. “Get the best” should be the 
motto of all supply agents. Although some philosopher 
has said that “economy is wealth,” it is best not to 
economize too much. 

A few days since, the writer passed over a railroad in 
one of the Western States, and happening to meet an 
old acquaintance who is an engineer on the road, he 


of sound judgment, they frequently err in regard to the | received and accepted an invitation to take a ride on the 


practice of economy. 
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Freeman’s Car Jack. 


weakness. There is such a thing as too much economy, 
and if railroad managers have a weakness, it is the prac- 
tice of too much economy. Hardly any branch of busi- 
ness affords a wider field for the practice of economy 
than railroad operations, but it is important that the 
economy should be of the right kind and not overdone. 

Let us take a glance at some of the ways in which 
many railroad managers seek to economize, but do not 
succeed to any great extent: 

It is the practice with many, on roads running through 
timbered portions of the country, where wood is the 
only fuel used, to purchase soft wood, as it can be had 
for considerably less per cord than hard wood. Of course 
they do not do this with the idea that a cord of soft 
wood will make as much steam as a cord of hard wood ; 
but they fail to make correct estimates of the difference 
in the real value of hard and soft wood. Some very 
nicely conducted experiments have shown that soft wood 
is the most expensive, compared with hard wood: that 
is to say, the difference in the price of the two kinds of 
wood is not in proportion to their steam-making quali- 
ties, the difference, as prices generally range, being in 
favor of hard wood. And even if this were not the 
case, it takes a much larger quantity of soft wood to per- 
form the same amount of traffic, and of course the haul- 
ing is more expensive, and on many roads the same 
price is paid for sawing. 

All things considered, the cheap wood is the most ex- 
pensive. It would be well for the railroad community 
if the results of experiments testing the steam-making 
qualities of the different kinds of wood were published. 
Then a price could be established, taking certain kinds 
of hard wood as a basis, and in this way we would be 
sure at all times to get the full value of the money ex- 
pended. 

There is a great deal of “economy” practiced in the 
purchase of all kinds of railroad supplies, and in this 


In fact this may be called their ! engine. 
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As it was some minutes before his train was to 
leave, we took a walk about the station. In 
the course of the walk he stopped suddenly 
and picked up a piece of broken link, which 
operation I noticed with considerable curiosity. 
He noticed that I watched him with some in- 
terest and said “ What do you suppose I am 
“going to do with this piece of old iron?” I 
remarked that I did not know, unless it was to 

save it. He smiled and said “that was it exact- 
. ly.” #e was going to put it on the tender 
where hehad more old iron. He always made 
ita practice to pick up all the old ‘iron that 
came in his way that he could handle easily, 
and when he had a quantity of it on his tender 
he would throw it off on to some: convenient 
scrap heap. “In this way,” said he, “I save 
tons of old iron every year that would other- 
wise be lost. The boys laugh at me, but I don’t 
care for that. Now,” he added, “the company I am run- 
for are sadly in need of more passenger cars, and 
they are economizing in every possible manner to get 
means to pay for them. They cut down our wages, and 
reduce the number of brakemen, run the shop short- 
handed, discharge men off the track, reduce the help at 
stations, and so on, all for the sake of saving money to 
buy rolling stock, when there is property enough in the 
shape of car wheels, axles, track iron, old springs, and 
everything in that line, lying along the line of the road, 
to pay for a first-class passenger train. There isa place 
up here a few miles where a whole freight train was 
wrecked—two years ago—thrown off the track by ex- 
pansion of iron. Most of the running gear is there yet; 
some of the axles are bent, but I think some of them 
might be used again. I don’t understand why they don’t 
get this stuff together and convertit intocash. It would 
bring a pile. All along the line there is property of this 
kind which might be collected with very little expense, 
and I cannot understand why it is not done. Yes,” he 
continued, “they are always preaching economy, but 
they ‘save at the vent and waste atthe bung.’ They 
measure the oil I use by drops, and furnish a cheap, mis- 
erable, nasty stuff at that; they know just how many 
sticks of wood I burn, and how many ounces of waste or 
old rags Luse. This is all right enough; I find no fault 
with that. But then they will go and pile six hundred 
or a thousand dollars’ worth of ornament on a locomo- 
tive—named after some nabob—and the fireman has to 
work day and night, and furnish his own emery and 
acid to keep her looking anyhow. There should be 
another brakeman on this train, but they can’t afford it, 
although there is useless fancy work enough on this en- 
gine to pay a brakeman for a year and a half.” 

Time was up now, and as he pulled the throttle, he 
pointed to the tender, and said, with a smile: “There 
is some more economy—green wood.” 
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There is a man who never loses an opportunity to 
serve the interests of the company he works for, and 
in this he differs widely from the average em- 
ploye. Noclass of men pays so little regard to the inter- 
ests of their employers as railroad men, especially in re- 
gard to saving property. Thisis, no doubt, owing, ina great 
measure, to carelessness or neglect on the part of the 
managers themselves. When the employes see jno dis- 
position on the part of their superiors to save property, 
they will not be likely to take much interest in the mat- 
ter themselves, There is no man employed in any ca- 
pacity on a railroad but has the care of more or less 
property, and any railroad manager who wishes his men 
to practice economy, in the true sense of the word, must 
set the example. There is room for its practice in every 
grade of railroad employment, from a switch-tender to 
the president. Men are quick to catch the spirit of their 
superiors, and if the superintendent of a railroad ex- 
hibits a loose, careless, reckless style in the care of 
property, the same recklessness will soon be manifested 
throughout the entire line of employes; when, on the 
contrary, if he shows a disposition to save, or economize, 
by taking proper care of property, they will at once 
understand that it is best for them not: to waste anything 
needlessly.—But this is not exactly the point—How is 
it that some roads are continually in trouble, while 
neighboring roads always get along smoothly, and 
scarcely ever meet with any misfortune? We often hear 
the remark that “such a road is very unlucky.” The 
axles, wheels, rails, ete., are continually breaking, or 
trains break through a bridge now and then; there are 
collisions, and so on through the whole list of accidents ; 
and it is called “ bad luck.” This so called bad luck is, 
in most cases, the result, either direct or indirect of too 
much economy. This is evident from the fact that roads 
equipped with first-class material, on the principle that 
the best is the cheapest, seldom experience bad luck. 

It would occupy too much space to enumerate the va- 
rious ways in which a large class of railroad managers 
seek to economize and to show wherein their efforts in 
that direction so often prove failures. In conclusion I 
would say to any railroad manager who is contemplating 
the saving of a dollar by some stroke of economy, that it 
would be well for him to calculate closely how many 
dollars it will cost to do it before putting his plan into 
execution. 





The Effects of Age upon Steam Boilers. 


A paper read last February before the Institution of 
Engineers in Scotland, by Mr. Peter Carmichael, consti- 
tutes so useful a contribution to the literature of steam 
boilers, that it deserves all the publicity we can give it. 
Two cylindrical double-flued, or Manchester boilers, 
made steam at Dens Works, Dundee, for nineteen years. 
These boilers were precisely alike, and of the following 
dimensions: Length, 25 feet; diameter, 7 feet; diameter 
of furnace end of flues, 2 feet 9 inches; diameter of back 
end of flues, 2 feet 44g inches. The shell was made of 
3¢-inch “Glasgow best” iron, the flues of “Glasgow best 
scrap,” also 3g-inch thick; the end plates were 7-16 in. 
thick. In June, 1867, certain repairs had to be effected 
in these boilers, and Mr. Carmichacl found that the 
plates had become very brittle. The boilers were made 
by Messrs. Carmichael & Company, Ward Foundry, 
Dundee, and to them Mr. Peter Carmichael wrote. He 
received a reply to the effect that from experience the 
firm found that all qualities of iron get hard and brittle af- 
ter the boilers have been at work more than a dozen years, 
more especially where exposed to the action of the fire ; 
and that in the furnaces, even Lowmoor or Bowlin iron 
becomes as brittle as common iron in that time, and 
great care has to be taken in making repairs, to prevent 
the plates from cracking. For this reason they thought 
sixteen or seventeen years along enough period for a 
boiler to be in use at a pressure of 40 Ibs. to 45 Ibs. If 
used for a loger time, the pressure ought to be lowered. 

The boilers were kept in work until the beginning of 
November, 1869, when it was resolved to take out one 
known as “ No. 9,” and to test it to destruction by water 
pressure. The following are the particulars of the test 
as given by Mr. Carmichael. We may premise that the 
makers of the boiler, being consulted on the subject, re- 
ported thus: 

“In the case of the above boilers, the pressure has 
never been so great as 60 tbs., and as our boiler maker 
reports that they are not wasted, have always been kept 
in good repair, and have stood the water-test peri- 
odically up to 60 tbs. pressure, we should not appre- 
hend any danger from working them a year or two 
longer. The fact of the iron getting hard and brittle after 
being in use for a length of time has often been pointed 
out tous by our boiler-maker of late; and, in conse- 
quence, we generally recommend that, in cases of high 
pressure boilers, the pressure be lowered, or new boilers 
be introduced, after they have been working from six- 
teen to seventeen years. 

Before testing, all the brick flues were taken down, so 
that easy access could be got to all parts of the boiler, 
but it was left sitting on its natural seat. The boiler was 
then filled with water at about 120° temperature, and a 
hydraulic pump was then attached. To check off the 
pressure no fewer than five pressure gauges were put 
on, four of which nearly indicated the same pressure, 
and tallied with the safety valve. At 80 tbs. pressure 
per square inch, an examination was made, and all ap- 
peared to be right; but as soon as the pump was started 
again, the joint of the safety valve was blown out, and 
this stopped proceedings fora time. After this joint 





had been tightened, the pressure was again brought up, 
and at 85 ibs. the joint of the feed pipe at the front end 
of the boiler began to leak, owing to the bulging out of 
the end. At 100 ibs. a number of the longitudinal seems 
of the shell began to “ weep” badly. The pressure was 
then removed, and the ends gauged above and be- 
low the flues; and on the pressure being again put 
on the following was the result: Prone end, 
below flucs, bulged out in center 3-16 in. at 35 tbs. 
pressure; do., do., do., 6-16 in. at 100 ths. pressure; 
front end, above flues, bulged out in center 4-82 in. 
at 35 lbs. pressure; do., do., do., 7-32 in. at 100 Ibs. pres— 
sure; back end, below flues, bulged out in centre 4-82 in. 
at 35 Ibs. pressure; do., do., do., 5-32 in. at 100 lbs. pres- 
sure; back end, above flues, bulged out in centre 4-32 in. 
at 35 Ibs. pressure; do., do., do., 5-382 in. at 100 Ibs. pres- 
sure. The pressure was then brought up to 105 Ibs., 
when the ring seam at the back of the taper of the left- 
hand flue began to crack, and the pump became unable 
to keep up the pressure, owing to the great leakage. 
This joint or seam, when gauged, before testing, meas- 
ured 2 ft. 334 in. horizontally by 2 ft. 5 in. vertically; 
and it gave way by crushing inwards on the flat or hori- 
zontal side, and remained flattened after the pressure 
was removed. 

This boiler was then removed and sent to the foundry 
for breaking up; Mr. Carmichael proceeded to clear 
away the brick flues from the sister boiler. On the 15th 
of December, 1869, it was tested in the same way, hav- 
ing been in use for rather more than nineteen years. 
The flues were gauged, and were found with one excep- 
tion similar to those of No. 9. The exceptional one being 
144 in. oval, it was attempted to support this flat part by 
fixing a batten in the line of the shortest axis of 
the ellipse; but this was not found to be of any 
use, as the plate bulged out below one end of the 
batten and above the other, and Joosened it when the 
strain came on. The pressure was noted as before : At 
60 tbs. pressure, the feed pipe began to leak, the end 
bulging out 1-16 inch as before. At 80 ibs. the feed 
valve-joint leaked very much, and the longitudinal seams 
of the shell began to “ weep.” At 90 tbs. the South, or 
right hand flue, began to crack as it giving way. At 95 
ibs. one of the joints of the shell, first rings, on the 
crown of the boiler, commenced to spout water, and the 
pressure could not be kept up, the leakage being equal 
to the supply of the force pump. The joints of the feed 
valve were then tightened, and also some parts of the 
shell caulked, the right hand flue being found to be very 
much flattened. The pressure was again put on, but it 
could not be got higher than 80 tbs., as the flue had given 
way so much as to allow the water to escape as fast as it 
was forced in; so that the highest pressure attained was 
95 tbs., and this pressure had so injured the joints and 
flattened the flues, as to render further experiment im- 
possible. When taken off their seats, neither of the 
boilers was found to be corroded, either on the shells or 
flues; in most places the corners were as sharp and 
the skin of the plates as fresh, as when they left 
the hands of the boiler-maker nineteen years ago. 

These two experiments are eminently instructive, 
throwing as they do considerable light on the fact that 
old boilers, apparently strong and sound, give way some- 
times without the slightest previous warning, simply be- 
cause of the deterioration of the iron by use; a deteriora- 
tion, we may add, the oecurrence of which has been 
flatly denied by many engineers in the face of a host of 
facts to the contrary. It also shows that it is not prudent 
to accept the rules commonly laid down as to the strength 
of boilers, without qualification. According to Fair- 
bairn’s rules, the bursting pressure of these boilers was 
about 300 tbs. on the square inch, yet they failed with 
one-third of this pressure. Whether they would or 
would not have withstood the pressure when new it is 
impossible to say; but judging from the fact that the 
only deterioration they manifested was in the quality, 
not in the thickness of the plates, the chayces are that 
they would not, as brittleness—in other words, absence 
of powers of extension—is by no means incompatible 
with a high tensile strength if the strain be gradually 
applied. At all events, we have it demonstrated that 
boilers should not be worked more than fifteen or sixteen 
years under any circumstances. Mr. Carmichael read a 
part of a report from the boiler-makers who broke the 
boilers up. So brittle were they that it was found al- 
most impossible to get some sound test strips which were 
seut} to Mr. Kirkaldy. The rivet heads on the out- 
side of the boiler flew off when the inside heads were 
struck by the hammer and set, so that the material of the 
rivets had deteriorated as much as the plates. As to the 
original strength of the plates, Mr. Kirkaldy, in “ Exper- 
iments on Wrought Iron and Steel, gives at page 150 the 
tensile breaking strength per square inch of original sec- 
tion, as follows: Glasgow best boiler: plate, drawn in 
direction of fibre, 24.04 tons; do. across, 21.8 tons; Glas- 
gow best scrap plate, 22.8 tons: mean, 22.92 tons. The 
test strips cut from Mr. Carmichael’s boilers gave the fol- 
lowing results: Shell plates, direction of fibre, 19.7 tons; 
do. across, 19.2 tons; mean, 19.45 tons. Furnace plates, 
direction of fibre, 17.1 tons; do. across, 15.3 tons; mean, 
16.2 tons. It will thus be seen that, according to this re- 
port of testing, compared with Mr. Kirkaldy’s table, 
while the shell plates have deteriorated or weakened 
from 22.92 tons to 19.45 tons, the furnace plates are de- 
creased in strength from 22.7 tons to 16.2 tons. It must 
not be forgotten, however, that nearly all Scotch iron is 
cold short. 

We trust that many other firms will follow the excel- 
lent example set by;Mr. Carmichael, and when possible 
test their rejected boilers to destruction as he has done. 
Even if they will not incur this expense, we invite them 
to send test strips from the broken up boilers to Mr. 
Kirkaldy. A score of experiments of this kind would 
supply an enormous amount of information of the 
utmost value to engineers. Mr. Carmichael deserves the 
thanks of the profession. He has ours.— Engineer. 





—The Cleveland Boiler Plate Company’s rolling mill 
was destroyed by fire on the night of the 3d inst. Loss 
estimated at $30,000 to $50,000. The fire was supposed 
to have caught from a spark of a locomotive. 





Naming Locomotives. 


The American traveler may often find no little amuse- 
ment in observing the different names given the “iron 
horse” on our railways. He may frequently feel some- 
what elated in contemplating the magnificent piece of 
ingenuity and mechanical skill which is to draw him a 
certain distance on a proposed journey. Yet how 
quickly does all the fine trappings, the paint and polish 
the very works themselves, become tarnished, battered 
and bruised by a few short years of service. In lessthan 
five years the now finest engine on the Erie, the “James 
Fisk, Jr,” is set to the meanest work in the drill yard 
and in its place one bearing the name of some more 
lately discovered, and perhaps brighter, star will be 
found. The “President Lincoln,” on this road, once as 
proud as the one mentioned above, is to-day meekly 
doing dirt work of a gravel train, while the “General 
Grant” and “General Sherman,” twin stars of a few 
years back, are doing the honors of oil and coal trains; 
their splendor all forgotten. The official upon whom 
the naming of a new locomotive devolves generally de- 
termines the matter according to whims which at the 
moment seize him, and thus it is that we have govern- 
ers of states, learned judges, celebrated divines and 
prominent railway men, mixed up with reindeers, swal- 
lows, manunca-chunk fleas, alerts, and such effeminate 
names as Darling, Grace, Beauty and Rosebud. Could 
anything be more incongruous? On some sail- 
ways a certain principle seems to have been 
established upon which the engines were to be named, 
but in no known instance has the rule_been adhered to, 
each newly appointed superintendent haying some pet 
theory or plan of his own. While secretaries of the 
United States navy differ, and rename indiscriminately, 
what better can be expected of a railway superintendent? 
Of course, on all roads the engines are numbered, and 
by those numbers usually they are known on the books, 
and their records kept. Though the Erie successfully 
stuck to the numbers alone till nearly up among the five 
hundreds, the arrival of Fisk & Gould changed the plan, 
and now we have the “Jay Gould,” “Judge Barnard,” 
“Wm. M. Tweed,” “R. Sweeny,” and other celebrated or 
distinguished names. As before said, in less than five 
years these fine engines will be (if not before that totally 
used up) employed in the lowest and meanest work on 
the roads, while the new magnates, whoever they are, 
will be represented by the largest and brightest gilt let- 
ters obtainable in that day. The Hudson River names 
its engines after governors of New York, celebrated Al- 
bany politicians and successful businessmen. Thus the 
have Governors “Seymour,” “Seward,” and “Hoffman,” 
and “Moses Grinnell,” “Moses Taylor,” ‘Erastus Corn- 
ing,” and many others. The small and compact, but 
powerful engines, which move quickly and are employed 
in the yards for drilling the cars and bringing order out 
of chaos, are most appropriately named. They are call- 
ed “Alert,” “Quickstep,” “Firebug,” “Flea,” “Cyclops,” 
“Beaver,” and names of like import. 

On the Central of New Jersey the system of calling 
engines after places along the route was adopted, and 
for some time carried out, giving an “ Elizabeth,” “ Ber- 
gen,” “Plainfield,” &c., but of late other names of living 
things have been introduced, and the “Reindeer,” “Swal- 
low,” “ Starling,” “Stag,” &c., are now found, together 
with such names as “ Arabian,” Persian,” “Simoon,” &c. 
The drill engines of this road are named also appropri- 
ately, and are called ‘“ Quicksten” (which seems to be a 
favorite name on all roads), “ Flash,” “ Ready,” &c. 

Along the New Jersey and Camden & Amboy, Gover- 
nors of the State of New Jersey, directors of the consol- 
idated companies, prominent officers of the roads, and 
certain State celebrities of judicial or political life are 
honored by their names being used. Governors Vroom, 
Ward and Randolph delight the eye, each in proportion 
to the lateness of its birth; and “J. J. Chetwood,” J. 
Southmayd” and “Colonel Woodruff” are duly repre- 
sented. 

On the Morris & Essex for many years the system of 
naming after places along the route has been adopted, 
and besides the names of cities, towns and villages, those 
of mountains, valleys and lakes, all of Indian derivation, 
give variety, with a certain difficulty of pronunciation 
thrown in. Thus they have “Orange,” “Newark,” “Mad- 
ison,” “ Bloomfield,” “‘ Montrose,” for the places, and 
“ Watsessing,” “ Wyandottee,” “ Hopatcong,” “ Wyanto- 
noga,” “Loantaka,” ‘“ Pohatcong,’ ‘“ Musconetcong,” 
“Wawayanda,” “Senecawanna, and many others. This 
system, however, has also been destroyed, and now a 
succession of railway celebrities are being immortalized 
(for a few years) in letters of brass. Thus,“ Sam Sloan,” 
“Sidney Dillon,” “J. N. Smith,” “Sam Shock,” and “ A. 
Reasoner,” are seen. The first-named engine delights at 
present in brightness, newness and strength, while a 
fellow-named one on the Hudson River Railway is 
degraded to the work of the yard, and is covered with an 
ugly coat of paint. 

The drill engines of the Morris & Essex are named 
the most inappropriately perhaps of any known road. 
Great, ponderous machines, incapable of a high rate of 
speed, clumsy in all their motions and covered with coal 
dust obtained at their work in the coal yards, bear the 
names of “ Eva,” “Ida,” “ Ella,” “May,” “ Grace, 
“Jennie,” &c., so named, it is said, after certain lady 
friends and relatives of a previous superintendent. 
When locomotives are named after individuals, those 
happy mortals are expected to show the high apprecia- 
tion they have for the compliment by presenting the en- 
gine with head light flags, a silk flag or two bearing their 
name and an appropriate douceur to the engineer and 
fireman. Unfortunately too often this is not done, and 
the engineer and fireman mourn, for both delight in 
having their engine well supplied with fine trappings 
for gala days. Like the good old fashion of giving the 
first engineer who crossed a new bridge a ten or twenty 
dollar bill for testing the bridge and risking his life, the 
decorating of the new engines is fast slipping away, and 
the engineers at the approach of the Fourth of July 
must raise subscriptions among their friends with which 
to buy the trappings for the adorning of the pets.— New 
York Official Railway News. 
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Frauds on Railway Companies. 





Several of the witnesses who have been called before 
the Select Committee on Railway Companies have fur- 
nished the committee with the particulars of numerous 
cases of attempted fraud and imposition upon railway 
companies, and which afford a very fair illustration of 
the working of the present system. In his evidence Mr. 
Grierson, the General Manager of the Great Western 
Railway, stated one case where the company carried a 
number of persons 135 miles at 2s. 6d. per head, for 
which service they received £10, and an accident occur- 
ring the company had to pay £24,790 as compensation. 
In another case the company carried a number of pas- 
sengers at 12s. 6d. per head a distance of 450 miles. They 
received £87 for the trip, and paid as compensation 
£42,230. In the first of these cases a person was injured 
who claimed £10,000 damages. He was represented to 
be permanently disabled, and his business was said to 
be worth £400 a-year, though the amount was not borne 
out by books, and he was further declared to be totally 
ruined. The jury gave him £6,000, and the fortunate re- 
cipient of the money was very shortly able to attend, 
and is now attending, to his business, which has not suf- 
fered in any way from the injuries which he had sus- 
tained. Another passenger in the same train, and who 
had paid 2s. 6d. for his ticket, held a subordinate 
situation in a public department at a salary of £120 
a-year. The evidence of the medical gentlemen 
showed that his case was hopeless, that he was in 
fact wholly incapacitated from performing his marital 
duties, and his wife, to whom he had been married 
but a few weeks, deposed to this latter statement. 
Fits of the most severe nature were also stated to be 
the result of the accident, although the compan 
proved that he had been subject to fits from his child- 
hood. The question of compensation was referred to 
two medical men, and they awarded the sum of £3,500; 
within a month of the trial claimant returned to his 
duties at the Custom House, and was soon after pro- 
moted. Within twelve months his wife was delivered 
of a child, and he is now and has been as well as he was 
before the accident occurred. In a third case arising out 
of the same accident the claimant, who also paid 2s. 6d. 
for his ticket, had an income of no more than £60 a year. 
Two medical men stated that he would be disabled for 
life, and the jury gave a verdict of £1,200. Within a 
year claimant joined his father in business, he has been 
since seen dancing at balls, and has apparently nothing 
the matter with him. A third-class excursion passen- 
ger, who paid 12s. 6d. for a journey of 458 miles, was a 
claimant. Two eminent physicians called by her stated 
she had received injuries to the spine of a permanent 
character, and would never recover. The company 
were advised that on such evidence the jury would give 


heavy damages, and accordingly they paid her £700. 


compensation and £300expenses. Within seven months 
claimant was dancing at the Licensed Victuallers’ Ball, 
and was shortly afterwards married. 

In another case an action was brought for injuries 
alleged to have been sustained in a collision. Medical 
evidence was given at the trial to the effect that the in- 
juries sustained were of a personal character, and would 
incapacitate the claimant from following his business as 
a miller and farmer, and the jury gave a verdict of 
£5,750. Within a short time of the accident claimant 
was attending to his business as formerly, and is now to 
all appearance in perfectly good health. The wife ofa 
passenger who paid 6d. for her fare was slightly injured 
ina collision. The damages were laid at £4,000, and 
the medical evidence represented the case as being of 
the most distressing character, and likely to terminate 
fatally. A most painful scene was got up in court, and 
the jury awarded £1,250. The lady has since had one 
child, if not two children, and is believed to have little, 
if anything, the matter with her. 

In another case, the plaintiff, a commercial traveler, 
received a blow on the shin in a slight collision; he was 
not laid up for a single day, but he nevertheless claimed 
£200. The company admitting the liability, allowed 
judgment to go by default, and the case was remitted to 
the Sheriff's Court for the damages to be assessed, and 
the jury gave the plaintiff £300, being actually £100 
more than the claimant asked for. 

Some very strong cases were referred to of claims hav- 
ing been got up against the company by solicitors. In 
one, the claimant was injured in a collision, and claimed 
£15,000; it was represented at the trial that plaintiff had 
become a “drivelling idiot,” and could not be brought 
into court. The company disbelieved the statement, 
and application was made to the court for the plaintiff 
to be examined by a commission, which was granted, 
and the trial postponed. The solicitor for the claimant, 
finding that his client was to be examined at his own 
residence, advanced him £450 to purchase stock for his 
shop, to bear out the statements that had been made 
that he was in a large way of business, and doing a good 
trade. Instead of being found an idiot, as stated, and 
unable to move from the bed on which he was lying, he 
was found in full possession of his senses, could walk 
about, and it was quite clear that he had perfectly re- 
covered from the injuries sustained. In another case a 
solicitor employed a tout to get the claimant, who re- 
ceived slight injuries on the railway, to take proceedings 
against the company which he succeeded in doing. 
Claimant falsely represented his injuries to be of a seri- 
ous character, and the matter was settled out of court 
through his solicitor, the company paying £300 damages 
and £26 10s. costs. Afterwards, on claimant finding that 
he had only received half the amount paid by the compa- 
ny, and that the tout and the solicitor had divided the re- 
mainder between them, he brought an action against 
the tout and recovered his share of the money. een 
Martin, who tried the case, commented strongly on the 
manner in which the company had been swindled, gave 
them a copy of his notes, and impounded the documents 
produced in court; but the company were advised that 
they had no redress, and the matter was allowed to rest. 

Another claimant brought an action fora large sum, 
and the rt paid £250 into court, which sum was 
accepted in full satisfaction of the claim; claimant only 


received £20, the remaining £230, together with his costs, 
having been appropriated by the solicitor. Another 
solicitor employed a tout to induce two claimants to 
bring actions, which he succeeded in doing, and obtained 
£98 10s. compensation. The solicitor then claimed from 
his clients one-half the amount received from the com- 
pany. In another case a claimant was injured by being 
run over by one of the company’s vans; his injuries were 
represented to be of a very serious character, but they 
were proved, on inquiry, to have been very much ex- 
aggerated. The solicitor was well known to the com- 
pany from his conduct, in previous cases, as being a man 
who induced persons to bring actions for the purpose of 
making costs, and in this case he offered to “ make” his 
client take £50 in settlement, provided that thirty 
guineas was paid to him for his costs, which on taxation 
could not have been put at more than from £5 to £7; the 
£30 was paid to him in order to get the claimant to take 
£50. In yet another case the claimant’s wife was stated to 
have been ruptured in alighting froma carriage, and the 
damages were laid at £2,500. At the trial it was sworn 
that claimant, who was an inkeeper, was in a good way 
of business, and had saved money, and owned house 
property. A verdict was given for the company, and 
when they endeavored to obtain their costs the claimant 
threatened to become bankrupt it pressed, and eventual- 
ly he was declared bankrupt, and at his examination in 
bankruptcy he swore that he had. no property, 
that he had been prevailed upon by his medical man to 
put his case in the hands of his (the doctor's) brother a 
solicitor; and he explained that the nature of his 
arrangement with the solicitor was that if he did not ob- 
tain a verdict against the company the solicitor should 
not only charge him nothing, but would also bear the 
out-of-pocket expenses; but if he succeeded, he was to 
have 20 per cent. of the damages and his costs. It 
transpired in this and other cases that this solicitor 
and his brother (the medical man) had for a considerable 
period been playing into each other’s hands for the pur- 
pose of running up bills; they were both concerned in 
several cuses against the Great Western and other com- 
panies. So frequently had this been done, that the com- 
pany felt themselves bound to take advantage of the ad- 
missions made by the plaintiffs in this case, and they 
applied to the court to strike the solicitor off the rolls; 
but the judges said they would not take the extreme 
course ot striking him off the rolls, but to mark their 
sense of his conduct they discharged the bill without 
costs, which had the effect of making him bear his own 
costs. 

Managers of other railway companies could give 
evidence equally as strong against the working of the 
present system. 

Mr. Whitmore, Q. C., and one of the judges of the 
County Court of Southwark, referred to a case which 
had come under his notice the day previous to his ap- 
pearing as a witness before the committee. He stated 
that a passenger by the Metropolitan Railway was good 
enough to assist some ladies out of a carriage ; the ladies 
reached the platform in safety, and the porter, as soon as 
the ladies were safely out, shut the door of the carriage. 
The gentleman in the carriage had, however, shifted his 
position, and had got his arm into the opening of the 
door, which was severely pinched by the porter in clos- 
ing it. Compensation was claimed, which the jury were 
perfectly ready to give, had not the judge told them that 
there was no evidence of negligence in the case, as the 
porter could not possibly tell what was going on inside 
- carriage when he shut the door.—London Railway 

ews. 








The Cultivation of Way Business. 


It is stated that the new managers of the Jackson 
railroad, now virtually consolidated with the Mississippi 
Central, will encourage immigration by all possible 
means; that Mr. McComb, since he has had charge of 
the Central, has settled over two thousand immigrant 
families along its route, and that he proposes to induce a 
like settlement on the Jackson road. Coupling this 
statement with several rather decided indications, prac- 
tical as well as verbal, of a purpose on the part of the 
McComb management to scale down the rates and swell 
the bulk of its way business, we have a pretty clear 
insight into the nature and philosophy of the policy 
which it is initiating. Itis a policy which the ablest 
thinkers on the subject of railroad enterprise and ad- 
ministration have long commended as the wisest, safest, 
and durably the most profitable. The late management 
would, no doubt, have adopted the same policy, but for 
the drawbacks of incumbrances and risks from which 
the present one, favored as it is by two friendly State 
governments, the Louisiana and the Mississippi, —_ 
to assist it with special a may account itself 
almost entirely exempt. But let us pass; there is no 
need in this connection to recriminate upon the invidi- 
ous distinction here casually alluded to. 

What we wish to dwell on is the great principle un- 
derlaying the policy of cheapening way freight and 
travel, and of encouraging in this and all other methods 
the interior country traversed by the railroad. It has 
been a very common mistake to look upon what is called 
through business—that is to say, transportation trom one 
terminus to the other—for the grand resource to be 
sedulously cultivated, as the chief dependence of a road 
which has any pretensions to magnitude and extended 
enterprise. To be sure, through business is a highly 
valuable aid. It ought to be facilitated and simplified to 
the utmost extent; and to this end it would be a good 
thing if the numerous sections of the road, under 
separate charters and proprietorships, connecting the 
extremities of the country, North and South, or East 
and West, were consolidated under a single operative 
administration. But let it not be forgotten that the 
paramount consideration in making the most of oppor- 
tunities for doing a large through business ought to be 
the increased ability thus afforded to lay, broad and deep, 
the foundation of a durable way business. The country 
which a road helps to populate, whose productive re- 
sources it develops as they never otherwise would or 








could be developed—which, indeed, without the vivify- 


ing presence of the rovd would be comparatively a 
desert—is the true basis upon which to build its prosper- 
ity. It can always securely rely upon this; it can never 
securely rely upon ~~ A other. A thousand contingencies, 
which it is impossible to foresee and provide against, 
may interfere at the extreme terminal points of any rail- 
road system to divert business or beat down profits. At 
those points it is bound to encounter the competition of 
water transportation. There is a verylarge measure of 
business which railroads caa never take away from en- 
terprises identified with the navigation of seas and 
rivers. It would be suicidal folly for a railroad interest 
to stake its destiny on an effort to absorb the collateral 
carrying, trade of ships and river craft, to the neglect of 
the wants of the populations skirting its,road, and of the 
business which the interior regions traversed by the 
road, under a liberal system of freight and passenger 
accommodations, would yield. 

We hope to see the policy here outlined developed on 
all the railroads of which this city is soon to be the 
center. The New Orleans, Mobile & Chattanooga Rail- 
road will be operating between this city and Mobile 
about the end of the present summer perhaps. The 
New Orleans, Baton Rouge & Vicksburg Railroad has 
broken ground on one of its sections, and will shortly 
have all of them under contract. With its Grosse Tete 
and Red River connections, it will afferd the means of 
speedy communication between this city and interior 
regions in Louisiana and Mississippi which have been 
strangers to railroads and for the most part destitute of 
regular steamboat facilities. But the greatest immediate 
value of either of these roads to the commerce of New 
Orleans will be lost if their managements fail in an ab- 
sorbing ambition ‘for a great through business, to pro- 
mote wayside settlement, improvement and production, 
by studiously adjusting their tariffs of charges for freight 
and travel from the interior to the city to these ends. 
In this way the population extending along various 
lines centering here for hundreds of miles, would be, in 
a certain sense, suburban to the city and one of the very 
best bases which it could have for its prosperity. Hence 
it clearly behooves all our commercial classes to co-op- 
erate heartily with railroad policy which is favorable to 
the growth of communities in that suburban relation. 
Let these feel that they are not to be subjected here, or 
on the way hither, to any exorbitant or unnecessary 
charges—that they are not to be treated with quasi-hos- 
tility as strangers only fit to be flaxed and fleeced, but 
rather as a cherished part and parcel of our metropoli- 
tan citizenship, with interests entitled to the same con- 
sideration as those of the oldest residents within our 
municipal borders.—New Orleans Builetin. 








Great Western Railway of Canada. 


Those of our readers who have watched the progress 
of railway affairs in Canada will not be surprised to 
learn that the directors of the Great Western of Canada 
have determined to act promptly and boldly in the mat- 
ter of their proposed new loop-line. It is not pleasant 
to find powerful competitors urging forward a rival line, 
and one: which, if constructed, would be seriously detri- 
mental to existing interests. This, however, is a penalty 
which prosperity is compelled to pay, as railway share- 
holders know to their cost in this country, and Canada 
can claim no exemption from the ordinary rule. The 
Southern line proposed by Mr. Thomson, and for which 
a charter was some time since obtained, threatens to be- 
come a “great fact,” and the directors of the Great 
Western Railway of Canada have acted wisely in recog- 
nizing the state of things de facto, and setting to work to 
counteract as far as possible the effect of the proposed 
invasion of their territory. There is much to be said in 
favor of the proposed loop line of the Great Western; 
but, much or little, it would not have been said, had it 
not been for the threatened opposition of Mr. Thomson 
and his friends. The shareholders were well content 
with a state of things that was bringing them a 5 per 
cent. dividend on their capital, and promising to yield 
still better returns for the future. It is true that there 
were steep gradients and sharp curves, and a detour of 
fifteen miles or thereabouts in the distance between the 
bridge at Niagara and the ferry at Detroit, but that was 
not a matter that need have created any feeling of un- 
easiness until the opposition of the direct line of the 
Southern Air Line trom the Detroit to the Niagara Riv- 
ers. To check this competing road the companies last 
year obtained power to make a line forming the chord of 
an arc with the line, from Glencoe to the terminus at 
Windsor, on the Detroit River. 

In addition to the increased facilities which a second 
road must necessarily give for the carrying of the large 
aud increasing traffic which will pass over the Great 
Western system, the loop line offers an‘alternate route to 
New York by the Erie Railroad, the terminus of which is 
at Buffalo. The Great Western Railway has hitherto 
been geographically cut off from Buffalo, and restricted 
to the New York Central road over the Suspension 
Bridge at Niagara, as the only available eastern outlet. 
The treight business on the Erie road is much larger 
than on the New York Central, and the local traffic to 
and from Canada on the 422 miles of the Erie road will 
thus be a new and valuable source of traffic to the 
Great Western. There is also a large traffic originating 
in the city of Buffalo destined for the Western States, a 
good portion of which may fairly be expected to pass 
over the loop; line. As well as affording an alternative 
route to New York, the Great Western will be enabled 
to obtain better rates and enlarged facilities as to de 
livery and terminal charges on freight at New York, 
and the removal of obstacles to which the present 
unavoidable subservience to the New York Central ex- 
poses them, the effect of which is that the bulk of the 
arge grain traffic from Chicago to New York is now 
carried over the Erie or Pennsylvania Central railways, 
where such charges are not exacted. The rival scheme 
of Mr. Thomson includes a branch of sixty-five miles 
from the town of St. Thomas to the River St. Clair, as 
well as a parallel railway of 236 miles from Detroit river 
to the Niagara river—a total distance of 301 miles of new 
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railway to be constructed. The Glencoe branch of the 
Great Western, 146 miles, or less than half that distance, 
is expected to be completed and ready for traffic by the 
end of the year-1871. 

Such being the “situation,” the Great Western of 
Canada have the usual “three courses” open to them. 
They may do nothing; widen their old line; or make 
the loop line. To do nothing would be fatal to the in- 
terests of the company in Canada, for without doubt the 
new line when completed must prove a formidable rival. 
It is quite possible that the rival road would never be 
built—but, on the other hand, it may be made, or, if not 
made, the scheme may be at any time hereafter revived 
by Mr. Thomson and his friends, to the annoyance and 
discomfort of the Great Western of Canada. It will not 
do, therefore, to adopt the laissez faire system in a coun- 
try like Canada, and in reference toa means of com- 
munication which every year becomes more and more of 
value to the Americans at either extremity of the Great 
Western system. To adopt the second alternative—viz: 
to widen the line, and make it better able to carry the 
increasing traffic upon it—still leaves the whole question 
of competition to be revived in the future, and when the 
feeling of the people of Western Canada will be em- 
bittered against the company for what must be regarded 
asa breach of faith in not making the loop line, for 
which Parliament in good faith had granted the neces- 
sary powers. The third course is then the only proper 
one toadopt. It is a choice of evils, but there is no 
alternative. The expenditure of a million of money or 
more on a line competing with one’s own is not a satis- 
factory thing to contemplate; neither are many of those 
surgical operations, which are, however, necessary—not 
for the sake of establishing the skill of the surgeon, but 
for the health of the patient. The results of investments 
in Canadian lines have not hitherto been very satisfac- 
tory, but there is good reason to believe that in the case 
of the proposed “loop line,” connected as it will be with 
the parent line of the Great Western, traversing a fertile 
and well-cultivated district of Western Canada, enjoying 
consequently a good share of local traffic, securing the 
great portion of the through American business, con- 
structed cheaply, and aided to a considerable extent by 
the “bonuses” or free grants of the municipalities, it 
will prove a remunerative undertaking. Upon_ this 
point the directors will no doubt have ample explana- 
tions to offer at the meeting to be held to authorize the 
creation of the new capital.—ZLondon Railway News. 





Railroad Manners. 


There are certain points of good manners in which 
women fail, which yet seem to have been greatly over- 
looked by their censors. Perhaps we ought not to say 
women, for the class is undoubtedly small; but the one 
woman who behaves badly attracts more attention than 
the 999 well disposed; and when even one woman fills 
below the proper standard, all women seem, somehow, 
to be humiliated thereby. 

In connection with our public schools there is spring- 
ing up a school of ungracefulness and indelicacy, which, 
tomy thinking, goes far to neutralize the good wrought 
by the former. Groups of girls travel daily from the 
country villages, three, five, ten miles over the steam 
and horse railroads, to normal and high schools of the 
city, and return at night. Whatis cause and what. is 
effect I do not know but these girls sometimes conduct 
themselves so rudely . + to force upon one the conviction 
that it would be better for women not to know the al- 
phabet, if they must take on so much roughness along 
with it. Typical American girls, pretty, gentle faced, 
intelligent-looking, well dressed, will fill a car with idle, 
vulgar, boisterous chatter. Out of rosy, delicate lips, 
come the voices—of draymen, I was about to say, but 
that is not true; for the voices of these girls are like 
nothing in the heavens above or the earth beneath. The 
only quality of womanliness they possess is weakness. 
Without depth, richness, or force, they are thin, harsh, 
inevitable. They do not so much fill the space as they 
penetrate it. Three or four such girls will gather face to 
face, and from beginning to end of their journey pour 
forth a ceaseless torrent of giddy gabble, utterly regard- 
less of any other presence than their own. They will 
talk of their teachers and schoolmates by name, of their 
parties and plans, of their studies, their dresses, their 
most personal and private matters, with an extrava- 
gance, with an incoherency, with an inelegance and 
coarseness of phraseology, which is disgraceful alike to 
their schools and to their homes. They will compel 
without seruple and bear without flinching the eyes of a 
whole carriage-load of passengers. Indeed, the notice 
of strangers scems sometimes to be the inspiration of 
their noisy, unmelodious clatter. They apparently 
think that this is to be sprightly, arch, high-spirited, and 
winning, not perceiving that a really high-toned and high- 
bred girl would as soon jump over a stick ina circus as 
turn herself into such a spectacle. There is nothing 
winning about it. The absolute extravagance and non- 
sense of it will sometimes excite a smile from thought- 
lessness, but it is a smile less complimentary than a 
frown. No amount of acquisition, no mental training, 
can atone for such demeanor. If the two are incompat- 
ible, it is better for a woman not to know the multiplica- 
tion table than not to be gentle-mannered. If a woman 
is vulgarly prononce, the more she Knows the worse. I 
could sometimes wish that our far-famed schools would 
stop their algebra, stop their Latin, stop their philoso- 
phies, and give their undivided attention to teaching 
their pupils how to talk. It may not be possible to make 
them talk sense, but surely they can be made to talk 
nonsense gracetully, Not allcan have musical voices; 
but upon pain of death I would have girls taught to 
speak low. Training can do much in the way of melody 
and sweetness; but a voice that is softly modulated can- 
not be violently disagreeable. And if a girl’s tongue is 
incorrigible, let her be dispossessed of it altogether. 

The pronunciation and rhetoric of these girls are a dis- 
grace to their elders. Words and syllables are clipped, 
twisted, run together, mingled, mangled and muddled 
into a dialect fit for savages. Girls who can read Virgil 








and calculate an eclipse, will employ in conversation a 
jargon that would stamp them with the stamp of intol- 
erable vulgarity at any well-bred dinner-table. What 
cruelty, what waste is this! It is so easy not to offend, it 
is hard not to be stupid. It is so unimportant to be 
learned, it is so indispensable to be well-mannered. Why 
give time and pains unmeasured to mental acquisition, 
and then neutralize it all by a ruffianly exterior? Why 
cast an odium upon education by associating it with un- 
couthness ? 

There are disadvantages wore than these, if anything 
can be worse, in sending girls to school over the rail- 
roads. They somehow become common, they cheapen 
themselves. They lose, if they ever possessed, they de- 
stroy before they are old enough to feel, the divinity that 
should hedge a woman. They fall into—I can hardly 
dignity it with the name of flirtation—but into a sort of 
bantering communication with unknown men, employes 
of the railroad and season travelers -a traffic which is 
fatal to dignity in woman, and inspires no reverence in 
man. And this passes for liveliness and attractiveness, 
or at most, perhaps, it is being a little wild. But it is a 
wildness which girls cannot afford. Delicacy is not a 
thing which can be lost and found. No art can restore 
to the grape its bloom, and the supreme charm of the 
grape is its bloom. Familiarity without love, without 
confidence, without regard, is destructive to all that 
makes woman exalting and ennobling. : 

There are other displays of ill-manners which are 
almost incredible. Girls will sit with their faces to- 
wardsthe passengers, and eat oranges in the most 
slovenly, but the most unconcerned manner, and then 
pelt each other with the bits of peel across the aisle. 
They will scatter the crumbs and paper of their lunch 
over floor and sofas. I have seen the clean, tidy wait- 
ing-room of the railroad strewn with pea-nut shells—not 
always, I fear, by women young enough to be called 
girls. Such things are simply disgusting. Cleanliness, 
order, propriety, are not local or incidental qualities. 
They are inherent, in bred. A lady will no sooner be 
untidy in one place than in another. She will no 
more throw nut-shells on the bare floor of a station- 
room than on her own parlor carpet. She will no 
sooner thrust a pen-knife into the leather lining of the 
station sofa than she would into the velvet upholstery 
of her own. 

* The world is wide, these things are small ; 
They may be nothing, but they are all.” 

Nothing? It is the first duty of woman to be a lady. 
The woman who says that this is making much ado 
about nothing, is the worhan who will accost you by 
name when you enter in a tone that introduces you to 
every person in it, and make you wish that the part she 
occupies had run off the track at the last bridge. She 
is the woman who, under the pretext of conversing with 
one or two friends, informs the whole car company of 
her views on woman’s rights and her relations with her 
husband. She is the woman who, in a public assembly, 
when we are all momentarily expecting the lecturer or 
the singer to enter, rises in her place, fronts the audi- 
ence, and stands two minutes waiting for or beckoning 
to some Surah Jane to join her. Good-breeding is good 
sense. Bad manners in woman is immorality. Bashful- 
ness is constitutional. Ignorance of etiquette is the re- 
sult of circumstances. All can be condoned, and do not 
banish man or woman from amenities of his kind. But 
self-possessed, unshrinking, and aggressive coarseness of 
demeanor may be reckoned a State prison offence, sev- 
eral degrees worse than murder, and onght to regulate 
its proprictor to the society of New York lawyers.— 
Harper's Bazar. 





Responsibility in Carrying Live Stock. 


The facts in the case of the Chicago & Northwestern 
Railway Company vs. Van Dresar & Bartlett, reported 
in 22 Wis. 511,-are given as follows in the American 
Railroad Journal : 


Van Dresar & Bartlett shipped thirty-two head of 
cattle from Fon du Lae to Chicago, by the C. & N. 
W. Railway. Bartlett attended to loading the cattle, fif- 
teen of which were put in the only open cattle car that the 
company had at the depot, and seventeen in a box car. 
It does mot appear that Bartlett made any objections to 
the use of the latter. The contract signed by both par- 
ties stated that the company was not to be liable “for any 
damage said property (might) sustain, except such as 
(might) result from a collision of trains, or where cars 
(were) thrown from the track in course of transporta- 
tion,” and that the cattle were “to be fed and taken care 
of by the owner.” The “ printed tariff’ of the com- 
pany is also declared to be a part of the contract; and a 
portion of the same, printed on the same sheet with 
said contract, provides that “when live stock is shipped 
the owner or his agent is to feed, water and to take care 
of his stock at his own expense and risk, and is to as- 
sume all riskeof injury or damage that the animals may 
do to themselves or each other, or which may arise from 
delay of trains.” 

The cattle were put on the train about nine o’clock 
a. m.,and in the usual course of events would have 
reached Chicago by five or six o’clock next morning. 
Plaintiffs did not send any person along in charge of 
them. When the train reached Bellville station a large 
proportion of those .in the box car were found fallen 
down and piled upon each other, so that the company’s 
agents thought it necessary in order to save them from 
further injury to switch off the car, and get them out, 
and inclose them in a yard adjoining its road, used for 
loading cattle at that station. During the night some 
of the cattle escaped from the yard, and three of them 
were killed and another injured by a train on said road. 
The action below was brought by Van Dresar & Bartlett 
for the damages thus sustained which are alleged in the 
complaint to have been caused by the negligence of the 
company. There was contradictory evidence as to 
whether the yard at Bellville station was surrounded by 
a substantial fence. The evidence tended to show that 
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the fence, and after escaping broke another fence; but 
there was a conflict of evidence as to plaintiffs’ knowl- 
edge that the animal was unruly. It appeared that 
plaintiffs had previously, at different times shipped 
cattle on this road. Van Dresar as a witness for them, 
was asked “Had it been usual for you to go with the 
stock shipped over defendant’s road?” and an objection 
to the question being overruled, answered in the nega- 
tive. Question: In the shipment of stock from Fond du 
Lac to Chicago, did they require any watering or feeding 
on the way ?” Objection overruled. Answer: “TI never 
considered it necessary, and never did it.” Bartlett, 
for the plaintiffs was permitted against objection to 
testify that an open car is better for cattle and why. 

Verdict and judgment for the plaintiffs, and defendant 
sued out a writ of orror. 

The following is the opinion of the Court delivered 
by 

CoE, J.—We think the question asked the witness 
Bartlett, as to which was the better car for shipping cat- 
tle in, was improper, and should have been ruled out. 
This witness was one of the owners of the stock, and 
himself assisted in loading the cattle on the cars at Fond 
du Lac. He saw that one of the cars was a box car, but 
still he saw fit to ship his cattle init. It does not ap- 
pear that he made any objection to the kind of car; and 
if he deemed it unsuitable for the purpose, he should 
have then insisted upon having an open car. We cer- 
tainly think, after he had himself aided in loading the 
cattle upon that car without any sort of objection, that 
he ought not to be permitted to say that the cattle 
should have been shipped in some other kind of car. By 
the express condition of the contract the stock was “ to 
be loaded and unloaded, watered and fed, by the owner, 
and at his risk in all respects, except” as otherwise there- 
in specified. And after having accepted the box car and 
loaded his cattle in it, we think it was too late for him 
to say that an open car should have been furnished. 

3etts vs. Farmers’ Loan and Trust Co., 21 Wis, 80. 

We think the defendant was entitled to have the first 
instruction given to the jury interms as asked. That in 
struction was: “It appears that the contract for the 
transportation of the cattle, made between the plaintiffs 
and defendant, that the cattle were to be fed and taken 
care of by the owners, the plaintiffs in this action ; and if 
you find from the evidence that the plaintiffs neglected 
this part of the contract, and such neglect contributed to 
the injury of the cattle, then the plaintiffs are guilty of 
such negligence on their part as will bar them from re- 
covering in this action.” The court gave the instruc- 
tion with the qualification, “unless the jury find that the 
defendant waived that part of the agreement.” There 
can be no doubt that by the contract the plaintiffs were 
to take care of the cattle on the road during their trans- 
portation. For one clause of the contract is in the fol- 
lowing words: “ When live stock is shipped, the owner 
or agent is to feed, watch and take care of his stock at 
his own expense and risk, and is to assume all risk of in- 
jury or damage that the animals may do to themselves or 
to each other, or which may arise from delay of trains.” 
This is an important provision of the contract, and there 
is no evidence in the case from which the jury would 
have been authorized in finding that the company waived 
it. The very injury which did happen, in all probabillty, 
resulted from the neglect of the plaintiffs to.send some 
one with the cattle to take care of them, as they were 
bound to do. At all events the company was entitled to 
have that simple question submitted to the jury upon all 
the evidence. Of course it was competent for the com- 


pany to waive this provision of the contract; 
but there is not the least evidence that it ever 
did. And hence it was well calculated to dis- 


tract the attention of the jury from the real points 
in the case, by raising the question of waiver, which 
did not arise upon the evidence. In the general charge, 
the court likewise, in effect, instructed the jury, that the 
evidence showed that it had not been the custom of the 
plaintiffs to go on the train with their cattle and that it 
did not appear that the company refused to transport 
the cattle for that reason; and that if the company had 
been in the habit of conveying the cattle for the plain- 
tiffs without their presence on the train, the jury might 
receive this evidence as tending to prove that the com- 
pany waived that part of the contract in this case, and 
took on itself the care of the cattle on the way, but we 
do not suppose it was necessary that the company should 
refuse to transport the cattle unless some one went with 
the train to look after them in order to entitle it to raise 
this defense. The contract was specific upon the point 
that the owner was to take care of the stock, and assume 
all risk of injury which the animals might do to each 
other while tn transitu. The Circuit Judge ruled that 
the fact of the company having transported cattle for 
the plaintiffs without their presence on the train, tended 
to prove that it had waived this part of the contract in 
this case. But as we have already said, we do not think 
there is any evidence from which the jury would have 
been warranted in finding that there was a waiver of 
this part of the agreement. And if the neglect of the 
plaintiffs to perform this duty contributed to the injury 
of the cattle, then it is clear that the company is not 
liable. 

We do not deem it necessary to notice the other points 
discussed in the brief of the counsel for the company. 
The errors already noticed are sufficient to reverse the 
judgment, and on a new trial new proofs may show a 
different state of facts. 

The judgment of the Circuit Court is reversed, and a 
new trial ordered. 








—C. H. Billings, late Manager of the Panama Tele- 
graph office has recently constructed a telegraph line from 
Libertad to San Salvador, and has contracted for a line 
connecting San Salvador, Santa Tecla, Santa Ana, Ana- 
chapham and Acajutha—distance 132 miles. Other con- 
tracts are under consideration by the various Govern- 
| ments of Central America for lines aggregating about 500 





one of the cattle was wild and unruly and broke down | miles. 
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GREAT WESTERN OF CANADA. 


Debate on the Proposition to Construct a New Line 
from Glencoe to Buffalo. 








In Herapath’s Railway Journal, of the 9th inst., we find 
the following report of the proceedings of the meeting 
at which it was determined to construct a line from 
Glencoe to Buffalo: 

A special general meeting of this company was held 
on Wednesday, July 6, at the London Tavern, to consider 
the necessity of constructing the “Canada Air Line 
Railway,” which was 146 miles in length, from Glencoe 
to Buffalo. 

Mr. Alderman Dakin, the Chairman, presided. 

Mr. Brackstone Baker, the Secretary, having read the 
notice convening the meeting: 

The Chairman said it was his duty to submit a resolu- 
tion respecting the making of a railway from Glencoe to 
Fort Erie and Buffalo. They would remember that at 
the general meeting on the 13th April they discussed the 
question at some length, and the Board informed the Pro- 
prietors that the deputation to Canada had been informed 
that the Southern line threatened the actual position of 
the company, and if they allowed the Southern line to 
be carried out as proposed, in hostile hands, it would 
very seriously affect the interests of the company. When 
they consider that two-thirds of the receipts of the 
Great Western depended upon the through traffic over 
the line, the making and working of a railway such as 
that proposed by hostile parties must affect the receipts 
of the company most materially. The shareholders 
were known to be reluctant, and they would see that the 
directors were very reluctant to expend a large sum of 


money on a new line if it could be avoided, 
but it certainly would be a greater evil to 
allow others to do it for them. Mr. Cannan had 


stated on a former occasion that in 1856 Mr. Buchanan 
had projected the Southern scheme, and that the com- 
pany had very properly denounced and opposed it. He 
entirely endorsed that such a course was right at that 
time, but circumstances in 1856 were very different to 
those in 1870—what was wise to do then would be very 
unwise todo now. The state of things was now very 
different. He hoped to make some statements that 
would show that the board had not lightly undertaken 
the task of dealing with the question. They were not 
prepared for so many events that had occurred since the 
meeting in April. Things had taken such a shape in 
respect of the scheme by Mr. Thomson for carrying out 
the Canada Southern Railway. It appeared that $2,- 
00°,000 had been subscribed, of which £40,(00 in gold 
had been deposited with two Canadian banks as an 
earnest that certain influential parties would carry the 
the scheme through. He (the chairman) then read a 
paragraph from the Buffalo Express, showing how ably 
the Canada Southern Railway was support:d by wealthy 
men connected with American railroads, that they 
would supply the capital for the proposed line, and have 
it in operation in two years. They mentioned that Mr. 
W. E. Thompson, Mr. J. F. Tracy, Mr. W. L. Scott, Mr. 
D. C. Drew and others, were prepared to combine in 
favor of the scheme, stating that this was excellent news 
for Buffalo; adding that at a recent public meeting reso- 
lutions had been carried most enthusiastically in favor of 
the Canada Southern. This he thought showed that 
that there was a strong organization for carrying out the 
project if possible, but it also depended on the population 
and townships through which it was intended to pass, 
who it was stated would subscribe from $1,000,000 to 
$1,500,000 towards the cost of the line. There were 
Detroit, St. Thomas, and other places mentioned. At a 
public meeting held recently, Mr. Milton Courtwright, 
President of one of the Western lines, had stated that 
he had subscribed $500,000 towards the undertaking, and 
therefore felt bound to give the line every support in his 
power. There were two companies having 2,000 miles 
of railway who it appeared would contribute towards 
the Canada Southern line. It was stated that the Lake 
Shore line had 49 trains a day over it, and that the year 
after the Great Western of Canada line was opened for 
traffic, the Lake Shore line had more traffic to carry than 
ever they had before. There was a belief that late as 
the Canada Southern had been revived and had come 
into the field, they would have plenty of traffic. The 
promoters had stated that they would lay down steel 
rails over the whole line, and if the municipalities gave 
the aid specified, the promotors would put the whole 
line in running order in 18 months. He believed the 
support of those companies to the proposed line would 
be given on condition that the municipalities and town- 
ships contributed from $1,000,000 to $1,500,000 towards 
the Southern line. He might say that the performance 
of this essential condition would ina great measure depend 
upon the vote of thesharcholders at the meetitig that day ; 
for if they decided on making the Air line, the Canada 
Southern railway scheme would fall dead to the ground ; 
if they did not assent to make it, than the rich men 
whose interests were antagonistic would at once take 
steps to make the Southern line. He could assure the 
proprietors that the board and their officers in London, 
and the local board and officers in Canada, were all un- 
animously in favor of the company making the Air line, 
believing that it would be a fatal mistake for the com- 
pany not to make it. The proposed Canada Southern 
line was intended to start from Windsor, passing through 
the district intended to be occupied by the Air line, and 
to cross the Grand Trunk line near Buffalo, being 235 
miles in length. It was also intended to have a 
line to the Sarnia Branch, 65 miles in length, 
making the total length of the projected line 300 
miles. He had told them the circumstances under 
which the proposed southern line would be constructed, 
and if they allowed it tobe done it would in future cripple 
the profits of the Great Western most seriously; they 
would have only one outlet for their traffic at New York 
and for which they would have, as previously, to pay 
dearly. But if the proprietors agreed to make the air 
line, the company would have a new direct line, 102 
miles in length, from their main line at Glencoe to the 





Grand Trunk line at Canfield, together with running 
powers over 44 miles of the Grand Trunk line to Fort 
Erie or Buffalo, but if they could not agree on terms 
they would have to make a railway that length for them- 
selves, making the air line 146 miles in length. If the 
Grand Trunk were disposed to facilitate their traffic to 
Buffalo then they need make only 102 miles of new line. 
The reason they started from the main line at Glencoe, 
which was 80 miles from Windsor, was that the local 
traffic on that portion of it was very small, and therefore 
would not interfere with the free passage of the through 
traffic overit on tothe air line. The distance from 
Windsor to Buffalo would be 228 miles by this route, 
which would bring them ten miles nearer to New York 
than Zz the present route via Suspension Bridge. The 
146 miles, as estimated by their engineer, would be 
£5,000 a mile, and adding £1,000 a mile for rolling stock, 
the cost would be £8,000 a mile, or £876,000. his in- 
cluded the making of two important bridges, the laying 
of the whole line with steel rails, and it would thus be 
equal in stability to the New York Central. He knew 
shareholders were generally incredulous as to either the 
cost of a line or estimate of its traffic; but he could tell 
them that two eminent contractors had_ offered to con- 
struct the line for the estimated sum. The local traffic 
between the most important towns would average for 
passengers £4,500 per mile, and on the whole would av- 
erage £3,500 a mile. If the cost was £30,000 a mile the 
net receipts need be only $1,800 a mile to give them 6 
per cent. from the local traffic alone. The location of 
the main line was carried round to accommodate the 
town of Hamilton, and in consequence of the nature of 
the country they had 50 miles of very bad gradients— 
the summit level was 762 feet above the level of the 
lake, they had an ascent of 500 feet in ten miles, and 
they had a fall of 300 feet in another direction. The wear 
and tear of the locomotives and rolling stock were very 
considerable ; and they had also a large expenditure on 
the permanent way. The difference in working heavy 
traffic over the Air line as compared with the existing 
main line the engineer had estimated as equal to a saving 
of £25,000 a year. The important access the new line 
would give the company to New York via Buffalo, 
would be of considerable advantage, as they had at 
present only one outlet and they had terminal charges 
to pay there which might be avoided to a great extent 
by the new outlet. They would also get a live stock 
traffic by going to Buffalo of which they had none at 
present. They could work the new line at much smaller 
expense than the main line, owing tothe gradients being 
favorable. The large through traffic from west to east 
would be greatly facilitated, and the engines could have 
heavier loads. The through traffic had been constantly 
increasing. The Michigan Central traffic in 1865 was 
$508,000; in 1866, $580,000; in 1867, $833,000; in 1868, 
$1,073,000; and in 1869, $1,200,000, notwithstanding that 
the fares had been greatly reduced. In 1860 the traffic 
on the railway was $7,334 per mile, and in the course 
of 10 years it had increased to $15,539 per mile. The 
company was now working at its maximum power on a 
single line; the doubling of the main line would cost 
£5,000 a mile, which would not improve the local traffic ; 
and they would be still crippled with the through traffic, 
owing to the bad gradients, but by making the Air line 
they would at once get a new local traffic that would 
pay interest on its cost of construction, and besides they 
would have great advantages in conducting through 
traffic over it at less expense to the company. The 
credit of the company was good, they could raise the 
requisite capital at a reasonable rate, and he saw no im- 
pediment to the immediate commencement of the works. 
He concluded by moving the following resolution: Re- 
solved, “ That it is essential that the construction of the 
loop line of railway from Glencoe to Fort Erie opposite 
the city of Buffalo should be promoted by the company, 
and that the board be, and are hereby authorized to sub- 
scribe for stock in the ‘Canada Air Line Railway,’ and 
aid its construction by subscribing, if necessary, £1 ,000,- 
000 in such manner as the board may deem desirable, 
and make such other arrangements for carrying it out as 
may be deemed necessary.’ 

Mr. Homan, a director, seconded the resolution. 

The chairman, in reply to Mr. Tolmarsh, stated that 
the new line would be completed by the end of 1871 ; and 
it was expected the International Bridge would be open 
for traffic about the same time. It would be a free 
bridge, open to all on payment of tolls, and had been 
sanctioned by the Legislatures of Canada and the United 
States. Ifthe proprietors gave the directors the power, 
they could probably make arrangements with the Grand 
Trunk for running over the Buffalo line to Buffalo, but if 
they could not they had power to make an additional line 
from Canfield to the bridge. 

Mr. J. Sangster thought the board should have taken 
some step to have informed the shareholders of what was 
going on. He said they were now urging on the scheme 
to make the line, which he considered would be a great 
calamity—(Hear). He saw no necessity for making the 
line, the district was already supplied with water com- 
munication. The directors put on the engineers to sur- 
vey the line, although they told the shareholders they 
could do nothing without consulting them beforehand. 
They had sent out proxies to the shareholders, and this 
meeting was the result of the proxies. There ought to 
be an end of the proxy system. He had no doubt the 
Chairman had proxies enough in his pocket to swamp 
the whole meeting, so that anything they could say there 
would be a farce, and the opinions of the meeting would 
be disregarded. For his part he would be willing to 
abide by the decision of the meeting, whatever it might 
be, without the proxies. He believed that there was no 
such company in existence as the Canada Air Line Rail- 
way Company. If the money was to be raised on loan 
he wanted to know at what rate the money was to be 
borrowed. The whole district to be accommodated w.s 
a strip of land 180 miles long by 40 miles broad, and they 
had the Great Western Railway of Canada on one side of 
it, and the lake on the other side affording excellent 
water communication. They passed through a countr 
not densely populated ; it might be a good thing for land- 


owners to force on the railway, but would it be as 

for the shareholders? He did not think it desirable that 
the line should be made, as there was no great town on 
the proposed line. There was St. Thomas, but that was. 
only six miles from Port Staniey. He could not see why 
the towns should give support to the railway. If the 
line were made it would reduce the value of the present 
shares in the market, and that was all the benefit they 
were likely to derive from the proposed line. He did 
not believe there was any local traffic to pay for a rail- 
way—(Cries of “ Time, time”). He concluded by moyiu 
anamendment to the effect that a committee be appointe 
to examine the proposed scheme, to confer with the 
directors thereon, and report to a special general meet- 
Ing the result of their labors. 

Mr. Cannan seconded the amendment. At the same 
time he said they were in this difficulty, if the state- 
ments were correct, and their main line was now car- 
rying its maximum of traffic, that it would cost £5,000 
a mile to add another line to their single line, and that 
it would cost no more to make the Air line through a 
new district having easier gradients. If the directors 
after mature consideration had made up the minds to 
make the new line to prevent a competing one, he did 
not know what else could be done, as their own line 
could not accommodate any more traffic than it had at 
present. 


Mr. Barstow considered the company very unfortunate, 
the moment they got any sort of a dividend something 
had to be done which would have the effect of stopping 
it. They are now called upon to raise and invest £876,- 
000, and although two contractors were ready to take 
the work at that price, he for one, if it were to be made, 
would be glad to see it done for £1,000,000. 

Mr. Thomas thought the company was very elastic. 
He had been four or five years without any dividend; 
then they had 5 per cent. and afterwards less. He 
would support the amendment. 

Mr. Head said he was a very large shareholder, had 
been on the board, was now at this side of the table, and 
could not agree with his colleagues; he was in favor of 
having to send out deputations, to pay their expenses, 
and pay them for their services. He agreed that the 
Southern line should be made, but disagreed with the 
policy of the present board; in fact he had no confi- 
dence in them. He did not like to see his property go 
down in value. 

The chairman admired the tact of Mr. Head; he was 
always happy, as he stood by himsclf both on the board 
and off the board. If the board had acted on the ad- 
vice of Mr. Head they would have had the Michigan 
Central with Mr. Thomson instead of with the Great 
Western. He could only say that Mr. Head's statements 
were unfounded, in fact, his conclusions were erroneous. 

Mr. W. Evans deprecated any personal matters. 
There was no other course to pursue than the one sub- 
mitted for their approval. 

The chairman, in reply to Dr. Duke, said if the com- 
pany made the proposed line the townships would keep 
their money and not subscribe to the other scheme. 

After some observations by Mr. Day, Mr. Coleman, 
and Mr. Louis Paine, 

The amendment was put to the meeting; seven hands 
were held up in its favor, and a large number against it, 
and was declared lost. The original resolution was then 
put and carried, there being only three dissentients. 

In reply to a question it was stated that the board had 
received a large number of proxies in favor of making 
the line, and only seven dissenting. 

The proceedings concluded with a vote of thanks to 
the chairman and directors. 








Fluctuations of Securities. 


It is curious in comparing past years with the present 
to notice the many fluctuations of Railroad securities, 
at one time apparently worthless, and at another, under 
more favorable management, springing up and maturing 
into a steady and remunerating value, If the past does 
but repeat itself in the future we may yet see the Hart- 
ford & Erie compete successfully with its flourishing 
rival. Among these growths of the last ten yeas there 
are none more striking than the Vermont Central, Og- 
densburg and Rutland railroads. Nine years ago the 
first mortgage bonds of the Vermont Central were sold 
at 10 per cent., $100 for $1,000. Since then the com- 
pany has given anew ~d of 50 per cent., $500 to every 
holder of $1,000 and » 00 can now be realized for a 
purchase of $100. The second mortgage, at thef same 
time, sold as low as 1¢ per cent., $6 for $1,000—now at 
40 to 42. The ay ~ earnings of the road the past year 
amount to nearly $2,000,000. 

In 1862 Ogdensburg first mortgage sold at 61. They 
are now converted into an 8 per cent. preferred stock, 
selling at 110; second mortgage sold at $20 for $1000, 
now common stock of Ogdensburg & Lake Champlain, 
and selling at 90, or $900 for $20 paid. 

Rutland & Burlington first mortgage bonds were sold 
as low as 18 per cent. In 1868 the company was reor- 
ganized as the Rutland Railroad, and the first mortgage 
bonds are now represented by the preferred stock of the 
Rutland Railroad, and were converted for principal and 
interest at an amount equal to $2,370. The stock now 
sells at 83, being 7 per cent, free of Government tax, 
The second mortgage Rutland & Burlington bonds. 
were, in 1862, almost valueless, selling at $10 for $1,000. 
These bonds are now common stock of the Rutland Rail- 
road—converted at the rate of $1,950 for each bond— 
the stock now 80 to 82.—Boston Journal, 








—It is proposed to build abranch of the Chicago & 
Iowa Railroad (Aurora to Rochelle, Oregon, Forreston, 
etc.) from Clinton, DeKalb county, Ill, north by east to 
Sycamore, and thence northwest to Rockford. An elec- 
tion has been called in Monroe, the northwest corner 
township of Ogle county, to vote on a proposition to 





donate $40,000 to this proposed road. 
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OLD AND NEW ROADS. 


Portland & Ogdensburg, 

The road is to be completed to Sebago Lake by August 
and to Fryeburg, near the New Hampshire line by next 
January. 

Rochester & Pine Creek. 

This company, just organized under the laws of New 
York, proposes to construct a railroad about twenty- 
seven miles long, running from Castile, Wyoming 
county, northward to Caledonia, Livingston county, 
through the towns of Castile, Perry, Covington, York 
and Caledonia. The stock subscription amounts to over 
$30,000, and the towns already described give the com- 
pany over $800,000 to start with. The officers are: 
James Wyckoff, President; A. Kennedy, Vice President ; 
H. N. Page, Treasurer; Geo. A. Sanders, Secretary. 

New York, West Shore & Chicago. 

Articles of association of the New York, West Shore 
& Chicago Railroad Company were filed in the office of 
the Secretary of State of New York on the 19th of 
July. The length of the road is to be four hundred and 
twenty-five miles, commencing at the division line be- 
tween the States of New Jersey and New York, on the 
west shore of the Hudson river; thence along or near 
the shore thereof to Athens; thence to Albany; also 
from Athens northwesterly to Schenectady ; from Sche- 
nectady along or near the south shore of the Mohawk 
river to Utica, thence westerly to Syracuse; thence to 
Buffalo, and thence to some point on Niagara river, in 
Erie county. The road to run through the counties of 
Rockland, Orange, Ulster, Greene, Albany, Schoharie, 
Schenectady, Morgan, Onondaga, Cayuga, Seneca, On- 
taria, Livingston, Monroe, Wyoming, Genesee and Erie. 
The amount of capital stock is ten millions of dollars. 
The directors are—James Elliott, of Poughkeepsie ; 
John M. Courtenay, Lionel T. Guthrie, Joseph P. Mc- 
Clellan, John C. Wyman, Thos. A. Hoyt, Charles B. 
Stuart, Lawrence P. Bayne, of New Yorkcity; Wm. M. 
Richards, of Brooklyn; Edward Reily, of Harrisburg, 
Pennsylvania; Daniel D. Broadhead, of Boston, Massa- 
chusetts; Henry W. Howell, of Elizabeth, New Jersey ; 
James G. McPheeters, Baltimore, Maryland. 

Rhinebeck & Connecticut, 

Articles of association of this company have been 
filed. It proposes a road thirty miles in length through 
Dutchess county; capital stock, $1,000,000. 

St. Louls & Southeastern, 

We learn from the Shawneetown Mercury that Mr. 
Daniel Jacobs has taken the contract to furnish the 
timber and lumber required in the construction of bridges, 
depots, shops, &c., from Shawneetown to the North 
Fork. There are five bridges on this road from Cypress 
Creek to Equality, two of them each 300 feet long. The 
iron and spikes for Gallatin county, and the locomotive 
and cars, will arrive at Shawneetown early in August. 
Chester & Tamaroa, 

The subscriptions to this road amount to $325,000. 

Lake Pepin & Omaha. 

Mr. Horace E. Horton, who has charge of a party 
making a preliminary survey of this line, reports 
that he has run a line’ from Wabasha, on 
Lake Pepin, via Plainview, Elgin and Rochester, 
Minnesota, to a point five miles south of Rochester. He 
makes the distances as follows: From Wabasha to 
Plainview, 25 miles; Plainview to Elgin 424 miles; Elgin 
to Rochester 15 miles. The heaviest grade required on 
the line is 75 feet per mile, and that only in getting 
through the blufts from Indian creek to the prairie. 
The next highest grade is 52 feet to the mile. 

Mr. Horton expects to reach Austin, about 36 miles 
southwest of Rochester, by the 1st of August. 

Schenectady & Duanesburg, 
The whole of the proposed new road from Schenec- 





tady, N. Y., to connect with the Albany & Susquehanna | 


at, Duanesburg, is said to have been placed under con- 
tract for immediate construction. 


Dunkirk, Warren & Pittsburgh. 

This company has been consolidated with the Cone- 
wango Valley Railroad Company. The impediment to 
the completion of the line of the former company was 
removed by act of legislature last winter, and the cars 
will soon be running all the way, over the line from 


Dunkirk to Warren, Pa., and probably from Buffalo to | 


Pittsburgh. The officers are as follows: President, 
Timothy D. Copp, Sinclearville, Chautauqua county : 
Vice President, Lewis F. Watson, Warren, Pa.; Treas- 


urer, Trueman E. Coleman, Dunkirk; Secretary, John | 


F. McPheeson, Warren, Pa. The first locomotive for 
the road arrived at Dunkirk on the 16th inst., from Pitts- 


burgh, where three others are now building for the com~_ 


pany. The ties for the Dunkirk end of the line are on 
hand and the iron is daily expected. 


The Pennsylvania Company in New Jersey. 

The following is given by a correspondent of the New 
York Railway News: 

“A report is current that the Pennsylvania Company 
are about to make a proposition to the ‘Joint Com- 
panies’ of New Jersey, to lease their roads for a term of 
years under a guarantee of ten per cent on the capital 
stock. Can this be true! In viewof the many seeming- 
ly wild movements in the way of railway enterprises, 
and especially in reference to the tendency to grow 
great by consolidation, the suggestion to swallow the 
New Jersey works mentioned, is not so surprising or 
improbable as to be dismissed as ridiculous. It is well 
known that one difficulty experienced by the Pennsyl- 
vania, in the fierce competition that is waged against it 
by the great New York roads, is the control of an un- 
broken line of railway from its extreme connections 
West to the port of New York. By the possession of 
the Camden & Amboy, the Delaware & Raritan Canal, 
the New Jersey and other adjunct works in connection 
with them the Pennsylvania would feel its power and 
importance greatly increased, and would certainly meet 
its New York rivals in their dashing career much more 
fo rmidably than without such through connection. Still, 
the proposition sounds a little wild, when it is remem- 
bered that the ‘joint companies’ own, operate, or control 
65 miles of canal and 456 miles of rail, and including 
double track and sidings, in all 636 miles of track, repre- 
senting a property of some fifty millions of dollars. But 
much more extravigant undertakings than this are being 
carried through every little while.” 

Mansfield, Coldwater & Lake Michigan. 

The railroad committee of the Mansfield, Ohio, Board 
of Trade reported recently that they had secured actual 
subscriptions to the road, to the amount of $68,500 and 
sufficient pledges to raise it to over $100,000. It is pro- 
posed to raise $200,000. The election for directors will 
be held on the 24th of August. 

Chicago, Aurora & lowa, 

Rockford township will vote on August 6 on the ques- 
tion-of donating $100,000 in bonds to this road, on con- 
dition that the road is built from Aurora to Rockford by 
the 1st of January, 1872. There is alsoa condition at- 
tached that the company shall bind itself not to charge 
higher rates of freight per mile from Rockford to points 
east and south of Chicago than is charged by other roads 
over which the freight passes and that $50,000 of the 
subcription shall be expended by the company in Rock- 
ford for depots, right of way, etc. 

A number of new flat and box cars have been built for 
this road at the shops of the Chicago, Burlington & 
Quincy Railroad at Aurora. 


The Pennsylvania Company in Virginia. 

A correspondent of the New York Railway News, 
writing from Philadelphia, says: 

“No doubt the Pennsylvania Central will make con- 
nection with the Richmond & Danville road, at Rich- 
mond, and it is difficult for us to believe that they will 
carry out their intention of running a road down the 
Valley, at so great a cost, not thirty miles distant at any 
point from the road which the Baltimore & Ohio road is 
building to Salem. But if they do, we venture the pre- 
diction that they will connect with the road recently 
chartered from Danville toa point on the Virginia & 
Tennessee Railway, near Salem. 

“A meeting of the Executive Committee of the Board 
of Directors of the Shenandoah Valley road took place 
in this city on Saturday last, to let, by contract, the 
whole of said work, from the Potomac River to the 
| Virginia & Tennessee, in Roanoke county, Va.” 
| Tidioute & Titusville. 
| A company is organized and subscriptions are solicited 
| for a railroad from Titusville, on the Oil Creek Railroad, 
| eastward to Tidioute, on the Allegheny Valley road, 
| about 15 miles. . 





| Peninsular of Michigan. 

The Board of Directors have just ordered let the con- 
tract for grading the road through Indiana, and propos- 
als are invited for preparing the road-bed and bridges 
| ready for the iron from Laporte county to Valparaiso, to 
| be opened August 11. The letting of the work from 


| 
| 


| South Bend tothe east line of Laporte county was | 


| was placed in the hands of the Chief Engineer and Di- 
| rector Miller, of South Bend. It is believed that iron 
will be procured and tracklaying toward the east com- 
menced in the course of a few weeks, at South Bend. 
Michigan Air Line. 

Tracklaying is shortly to commence at Three Rivers, 


going westerly and meeting the track coming east from 


Niles by the latter part of August. 

| St. Paul & Pacific, 

| This road is now completed to the Chippewa River, 
about 130 miles from St. Paul, the division from Wilmar 


| to the Chippewa River having been opened for business | 


| some two weeks since. 


Winona & St. Peter. 

The Mankato Record uses the following language in 
reference to the settled question of the western terminus 
of the road: “The long and bitter contest between 
“ St. Peter and Mankato as to the terminus of the Wi- 
““nona road may now be considered definitely settled, 
“and as nearly satisfactory to both towns as could have 
“been expected. Our saintly neighbors secure the ter- 
“ minus of the main line—exactly what they wanted, 
“ fearing that a westerly extension might injure their 
“town by cutting off its local trade. Mankato secures 
“the branch and western extension—just what we 
“ want.” 

It is reported that the company has commenced work 
at Wardlaw’s Ravine, near Mankato, preliminary to ex- 
tending the road west from Mankato towards New Ulm. 


Minnesota & Northwestern, 

This company, which proposes to build a railroad from 
Mankato via Wells southeast to the State line, has, it is 
said, a prospect of raising about $1,000,000 in New York 
to complete the road to the Iowa line. Large capitalists 
are said to have become interested in the road. 

Italian Railroads, 

A section from Cantenanuovo to Radduso on the Cala- 
bro-Sicilian, 103g miles in length, was opened for traffic a 
few weeks ago. Inthe course of this month another 
from Bianconuova to Roccella, 2314 miles in length, will 
also probably be opened. On the line from Palermo to 
Lercara (Sicily) only 75 miles now remain to be con- 
structed; the greater part of the works are to be com- 
pleted, and everything is expected to be finished in two 
or three months. The South Italian has completed its 
Starza tunnel the Cristina tunnel will not be finished 
until towards the close of next year. The Foggia & 
Naples line has been opened for its whole length since 
May 27, however, by means of a temporary deviation. 
This is a fact of considerable importance to the company 
in connection with the establishment of direct commu- 
nication between Upper Italy and Naples, and by conse- 
quence between France and Germany and the last-men- 
tioned town. 

Anstrian Railroads. 

There are at present about 1,750 English miles of rail- 
way under construction in Austria, the greater portion 
of which will be opened next year. These do not include 
various more recent concessions, nor is Hungary in- 
cluded. The first application to the Vienna money mar- 
ket on behalf of an unguaranteed railway was made a 
short time ago, through the Union Bank of Vienna, and 
proved highly suceessful. 

Shelby & South Carolina, 

Preparations have been made to commence the con- 
struction of this line at once. It is toextend from York- 
ville, 8. C., the northern terminus of a branch of the 
Charlotte, Columbia & Augusta Railroad, north by west 
through Clearfield county, N. C., to Morganton, Burke 
county, N.C., the present western terminus of the 
Western North Carolina Railroad, a distance of 68 miles, 
in the foot hills of the Alleghenies. 

Baltimore & Potomac, 

The contract for building the tunnel in Washington 
for this railroad has been awarded to Messrs. McLaugh- 
lin, Reynolds & Co., and sections of grading to John 
McCampbell & Bro. and Hugh McCaffrey. The tunnel 
in Washington when completed will be 1,500 feet in 
length. 

Memphis & St. Louis, 

Ground was broken on this levee road on the 19th, at 
Hopefield, Arkansas, opposite Memphis. The line is 
permanently located as far as Marion, 10 miles from 
Hopefield. The embankment serving the purpose of a 
levee, averages 71¢ feet in height, varying from 4 tu 15 
feet. 

State Line, Emporia & Southwestern, 

We learn from the Mississippi Valley Review that $400,- 
000 have already been pledged to this company along 
the proposed route which is from Kansas City, in a 
southwesterly direction, through Johnson, Douglas, 
Franklin, Osage, Lyon and other countries; to the State 





line, in the direction of Albuquerque, in New Mexico. 
| Black Jack, Baldwin City, Centropolis and Emporia are 
| made points by the charter. The directors are: Frank 
Askar, K. H. Morgan, Kansas City; Col. Hays, Dr. 
| Speery, Johnson county; A. E. Hays, Col. E. Sells, H. 
| J. Canniff, Douglas county; Dr. J. A. Washburn, Cen- 
| tropolis; Judge Bailey, Jas. Fagan, Osage county ; Jacob 


Stotler, C. V. Eskridge, Lyon county. 


| North Shore Railway of Canada. 

This company was reorganized at Quebec on the 14th 
| inst. by the election of the following officers: President, 
| the Hon. Mr. Cauchon; Vice-President, the Hon. Mr. 
| Abbott; Secretary, Mr. J. D. Brousseau, M. P.; Treas- 
|urer, Mr. G.-H. Simard, M. P. The directors have 
decided to open a new set of subscription books, and to 
take the field immediately. 
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Milwaukee Connections. 
The Milwaukee News speaks as follows of their pros- 
pective connections with Northern Wisconsin: “The 


“West Wisconsin Railroad will within a few 
“weeks tap the valley of the Chippewa, and 
“by another season will open a new trunk 
“line via the St. Croix to St. Paul. The Lake 


“Shore road is being built with commendable energy, 
“and before winter we expect to have the long needed 
“railroad connection with Port Washington and She- 
“boygan. The extension of the St. Paul road to Osh- 
“kosh will undoubtedly be built before the close of 
“another season, while the prospect for the immediate 
“eonstruction of the Fond du Lac air line road is almost 
“if not quite as good.” 

Sioux City & Yankton, 

A survey, or rather a re-survey, of this road, from 
the Big Sioux to Yankton, Dakota Territory, was begun 
this week by a party of surveyors from the Union Pacific 
road. 

St. Louis & Iron Mountain, 

A preliminary survey of the extension of this road has 
been made from Pilot Knob about 70 miles south to 
Poplar Bluff, in Butler county, 18 miles from the 
Arkansas State line. Butler county has donated its 
125,000 acres of swamp lands to the company on condi- 
tion that the line from Pilot Knob to Poplar Bluff is 
completed within three years. Twenty miles of the 
road, to Knob Lick, is already under contract. 

St. James & Little Rock, 

The St. Louis Journal of Commerce says: “The sale, a 
“ few days ago, of a half interest of the Simmons Iron 
“ Mountain to eastern capitalists, insures the early con- 
“struction of this road from some point on the South 
“ Pacific to Salem, Dent county, and a preliminary sur- 
“vey is already being made, preparatory to the locating 
“of the line.” Salem is about 25 miles southeast of St. 
James, a station on the South Pacific Railroad about 100 
miles from St. Louis. 

New Prussian Railroads, 

The Hamburg correspondent of the London Railway 
News writes as follows of a new railroad, which we 
presume, the breaking out of the war will “ indefinitely 
postpone”: “ An important blank in the railway map be- 
tween the Elbe and the Weser is about to be filled up 
by two new lines, for which concessions have been ob- 
tained from the Prussian Government. The Berlin & 
Hanover Company, whose line to connect these two 
cities by a direct railway without the long detour of 
passing through Magdeburg is nearly completed, and will 
probably be opened in the course of the year, have un- 
dertaken to construct a line branching off to the north 
from Stendal, one of their stations, through Salzwedel 
to Ueltzen, a station on the Hanoverian line between 
Celle and Harburg; whilst a Bremen company, or more 
properly speaking the Government of the Republic of 
Bremen, undertake to continue the line to Langwedel, 
on the Bremen & Hanover Railway, at their expense, 
and have already signed an agreement to lease the work- 
ing of it to the Hanoverian State Railway on equitable 
terms. This combination will give Bremen direct com- 
munication, and almost in a straight line, with Berlin 
and all parts to the east of it, instead of being obliged, 
as at present, to go round by Hanover, Magdeburg and 
Berlin. It will be a saving of six hours’ time to travel- 
ers between Berlin and Bremen, and make an important 
difference both in the fare for passengers and the charge 
for goods, as the new route will be 130 miles shorter than 
the present roundabout way.” 

The Berlin & Hamburg Railway, as an offset, is pre- 
paring to build a line from Wittenberg northwest, cross- 
ing the Elbe at Donitz, through Dannenburg, to Lunen- 
burg, there uniting with its main line. 

Nebraska City Branch of the Burlington & Missouri River. 

This branch from Red Oak to Nebraska city will be 
open for business next week. The company propose 
giving the Nebraska Citizens an excursion to the Missis- 
sippi river. 

Omaha & Council Bluffs Bridge. 

The Common Council of Council Bluffs has granted 
the right of way to run construction trains over all the 
streets in the city, except Broadway, for the purpose of 
conveying dirt and material, and grading on the east 
bank of the Missouri River for the Union Pacific bridge. 
The bridge will extend one mile east of the river. Work 
on the bridge is being pushed vigorously. 

St. Louis & St. Joseph. 

Colonel L. M. Lawson, President of the company, 
drove the last spike on the road to Plattsburgh on the 
22d inst. Regular trains of the North Missouri Com- 
pany will probably commence running over the line 
early ia August. 

South Pacific, , 

The Mississippi Valley Review says the contractors for 
the grading of this road in the vicinity of Neosho have 
arrived there, and are engaged in erecting shanties and 


clearing the timber from the track, and in a very short 
time will commence work on the deep cuts west of town. 
Hands are now on the entire line from Pierce City to 
Neosho point, and we may reasonably expect the cars 
to run into Neosho within the next four months. 

St. Louis & Santa Fe, 

This road branches off from the Pacific of Missouri at 
Holden, about 35 miles from the Santa Fe line, and run- 
ning nearly due west, crosses the Missouri River, Fort 
Scott & Gulf Railroad at Paola; the Leavenworth, Law- 
rence & Galveston, at Ottawa; and the Missouri, Kan- 
sas & Texas, and Atchison, Topeka & Santa Fe, at Em- 
poria. It is the intention of the contracters to have the 
road completed from Holden, Missouri, to Paola, Kansas, 
about 50 miles, this fall. 

New York, Housatonic & Northern, 

Work has been resumed on this ,ine between White 
Plains, N. Y., and Danbury, Conn., after a delay of five 
years, by Stearns & Clark, contractors. It is to be com- 
pleted by October, 1871. The whole length will be 36 
miles, and the cost $3,300,000. The road is in opera- 
tion from Danbury to Brookfield. 

Hudson River, 

A trough is being attached to the track between Cats- 
kill and Hudson, so that water can be picked up by the 
locomotive without stopping, as is done below Pough- 
keepsie. 

Pittsburgh & Connellsville, 

This road, with only about sixty miles in operation 
and no through connections, has developed a large local 
and suburban business, and has recently found it neces- 
sary to put on two additional passenger trains. The 
local business already exceeds that on the eastern end of 
the Baltimore & Ohio Railroad. The Pittsburgh 
Chronicle gives the following account of its business and 
the way it is cultivated: 

“The rate of fare on the Connellsville for school 
tickets, for instance, is only one cent per mile to Hazel- 
wood—in fact, less than the rate charged by the horse 
railways. The same class of travel to McKeesport, fif- 
teen miles, pays only ten cents atrip; the monthly com- 
mutation rate to the same point is only thirteen cents a 
trip. With this wise policy, the local travel is now about 
one thousand persons, each way, per day, one-tenth of 
which are children attending schools in the city. With 
the facilities offered a large number of business men 
have already sought the beautiful eastern bank of the 
Monongahela for residences, as far out as the thriving 
borough of McKeesport. There are nine passenger 
trains, each way, per day, and twelve coal, coke, and 
freight trains. So careful has been the management of 
the President, and the Superintendent, Mr. W. B. Stout, 
that no passenger has lost his life by accident in the past 
twelve or fourteen years, or since the road has been in 
operation, 

“The coal and coke business is increasing marvelously, 
and will find a still larger development when the east- 
ern portion of the road from Connellsville shall be 
finished. The daily business of coal is now over fifteen 
hundred tons, and about a thousand tons of coke. The 
latter is shipped all over the country, as far cast as 
Boston and West to Missouri and Iowa, Over three 
thousand men are now at work finishing the railway 
between Connellsville and Cumberland. It is expected 
that the same will be opened for travel in January next. 

“Great activity is now displayed in the region of 
country to be developed by the Pittsburgh & Connells- 
ville Railroad. A surprising number of branch lines 
are not only projected, but surveyed and contracted for, 
and some of them will be finished almost as soon as the 
main line is opened for travel. Branches to Somerset, 
Salisbury, Bedford, the Uniontown Extension, and 
Mount Pleasant Branch are the most notable. The 
Somerset Branch, from Mineral Point, distance about 
ten miles, was surveyed last spring, the cost will be 
about $140,000, and the contracts for building the same 
are already made. The Mount Pleasant Branch leaves 
the line of the road ashort distance west of Connells- 
ville, at Broadford, and in light grades and easy curves 
it passes for ten miles through one of the richest and 
most beautiful regions in Pennsylvania. Coal of the 
best quality, and ore and limestone abound every where.” 


Buffalo Creek, 

A representative of the Buffalo Commercial Advertiser 
has been interviewing the line of this road and reports 
that: “The gauge of the track as at present laid down 
“corresponds with that of the Erie Railway, but it is 
“the intention immediately to put down a third or com- 
“ promise rail, to conform with the track of the Lake 
“Shore & Michigan Southern and New York Central 
“roads. The connections with the track of the former 
“ road, will also be put down without delay.” 


Mr. Stewart’s Railroad, 
On the 8th inst., another survey for Mr. A. T. Stew- 





art’s railroad was finished. The route commences at 





Babylon, passes through Breslau, then strikes Hempstead 
village by the way of Farmingdale, crossing the Long- 
Island Railroad a mile anda half west of Hyde Park, 
and from thence running direct to Flushing. An officer 
of one of the railroads says that this route has been 
chosen by Mr. Stewart, and that the building of it will 
commence immediately. The distance from Babylon by 
this route is three miles shorter than any other road. It 
is rumored that the Hempstead branch road, now under 
construction will be connected with the Rockaway 
branch, with a terminus at or near Bay Bridge, and that 
those interested in it have secured a water front of 800 
feet. As the South Side Railroad owns a controlling in- 
terest in both of these branches, any rumor of a move- 
ment which looks to an opposition line must be errone- 
ous.—New York Standard. 

Buffalo & Washington. 

The Buffalo Commercial Advertiser is informed that 
preparations are being made to push on the work be- 
yond East Aurora. Ties and timber are being delivered 
along the line, and soon a large number of men will be 
put at work. Rolling stock and iron have been ordered. 
A call of ten per cent. has been made on the subscribers 
to the stock of the company, and is being paid with re- 
markable promptness. The officers are B. C. Rumsey, 
President; H. A. Richmond, Vice President; H. L. Ly- 
man, Secretary and Treasurer; D. Bowen, Attorney; 
W.C. Alberger, General Superintendent; A. Wright, 
Engineer. The general offices are at No, 62 Exchange 
street Buffalo. 

Potomac & Piedmont, 

This company, incorporated by the State of Virginia, 
proposes to construct a railroad, commencing at Wash- 
ington or Georgetown, D. C., and extending in a direc- 
tion west by south across the Potomac into Virginia, 
crossing the Manassas Gap road at Rectortown, the Blue 
Ridge by Thornton’s Gap, near Sperryville, to Luray, 
where it would connect with the proposed Shenandoah 
Valley Railroad (the Pennsylvania Company’s line.) 


Macon & Western, 

A Georgia paper, the Macon Telegraph and Messenger, 
has information that at a recent meeting of the directors 
it was determined to procee@ immediately and refit the 
Thomaston & Barnesville Railroad (a branch of the 
Macon & Western), under a lease @ that line from the 
Central Railroad for twenty years. At the same meet- 
ing the board determined to put under contract another 
section of the Griffin & North Alabama Railway, from 
Newnan to Bowden, in Carroll county, within four 
miles of the Alabama line, and a distance of thirty-five 
miles from Newnan. 


Shenandoah Valley. 

An important railroad contract recently concluded in 
Philadelphia by A. K. McClure, counsel for the Central 
Improvement Company, with the Shenandoah Raillroad 
Company, for the construction of the Shenandoah Valley 
Railroad from Shepherdstown, by way of Charlestown, 
Front Royal, Luray, Fisherville, Lexington, &c., to the 
Virginia & Tennessee Railroad, near Salem. The dis- 
tance is 233 miles, and the road is to be completed within 
two years ready forcars. The management contemplate 
extending the line through Clinch and Holston Valleys 
to Knoxville. 

St. Joseph & Santa Fe, 

It is proposed that this line shall diverge from the St. 
Joseph & Denver road about 20 miles west of the Mis- 
souri River, and running southwest, cross the Central 
Branch of the Union Pacific at Netawaka, the Kansas 
Pacific at Manbattan and ultimately reach Santa Fe. A 
correspondent of the St. Joseph Gazette says the means 
for grading and bridging and tieing the road from Neta- 
waka to Manhattan, about 60 miles, have already been 
tendered the company. 





MECHANICS AND ENGINEERING, 


Cork on Locomotive Cylinders, 

Cork is such a poor conductor of heat that itis largely 
employed about steam engines to prevent the cooling of 
cylinders, and the consequent larger consumption of fuel. 
According to careful experiments, the economy in fuel 
amounts to $2 for every 32 square meters of surface pro- 
tected. Experiments conducted by M. Steubel, of Ber- 
lin, with locomotives, gave also entirely satisfactory re- 
sults. 

A Refrigerator Car, 

The following is a description of a refrigerator car 
which is to be built at Sacramento for the transporta- 
tion of fruit from California to New York: 

“Tt is constructed with double sides, ends, top, and 
bottom, with sawdust filled in between the inner and 
outer boards. The doors are double, and made air- 
tight when closed by means of rubber packing. Ten 
boxes, suspended by iron bands about eighteen inches 
from the ceiling of the car, are designed to serve as re- 
ceptacles for ice. These boxes will of course be filled 
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prior to the loading of the car, and in case more ice is 
needed while the car is in transit, it can be put in with- 
out difficulty through small trap doors in the roof, made 
to fit perfectly air-tight. The original plan of the de- 
signer of the refrigerator presupposed the car to be near- 
ly two feet higher than the ordinary freight cars, and 
contemplated placing a flooring directly beneath the 
ice boxes the entire length of the car, with small aper- 
tures for the cold air to pass down from the boxes to the 
main portion of the car. As the introduction of such a 
floor would leave an inconveniently small space in the 
present instance for the stowing of freight, it was 
omitted, which certainly appears to be the better man- 
ner of construction.” 

This will be used in carrying fruit to Chicago this sea- 
son, and, if it proves a success, a number of the same 
pattern will be built next year, and run for the same 
purpose. 


Effect of the Earth’s Rotation on Rallway Trains, 

A short time ago a paragraph made the rounds of the 
German newspapers with the startling statement that on 
railways constructed in a direction running north and 
south the engines exhibit a tendency to get off the line 
on the east side, or at least to press more heavily against 
the rails on that side, and that this tendency is greater 
the nearer the line lies in the direction of the meridian, 
owing to the rotary motion of our planet. Dr. Wiegand, 
Professor at the University at Halle, says on the subject 
“if not altogether a delusion, but the result of real ob- 
servation, it is at least incorrect in theory. In connec- 
tion with the diurnal rotation of the globe, it is quite 
true thatin a railway drive in a northerly direction there 
would be a trifling pressure on the eastern line of rail, 
but on the return journey it would be compensated by a 
pressure on the western side. In the latter case—that is 
to say, in driving in the direction from the pole to the 
equator—the same phcnomena would be shown as with 
the trade winds. An engine traveling over a railway in 
a northern latitude, where the rotation is comparatively 
slow, would naturally exhibit a tendency to retardation 
or leap over the side on approaching a lower latitude, 
whilst in a’direction from the equator to the pole the 
pressure would be reversed, and lean over to the east. 
It appears to be of gmportance to place this fact in a right 
light, as it is within the bounds of possibility that a rail- 
way company, in order to neutralize or make a compen- 
sation for the effects of the above phenomenon might be 
induced to fix the rails higher on the east side than on 
the western, which on the return journey southwards 
would only increase the danger of the engine getting off 
the rails.” It may be asked how great is the amount of 
pressure that a railway engine can exercise on the east- 
ern or western line of rail in consequence of the earth’s 
rotation; the learned professor above mentioned has cal- 
culated it for a thirty-ton locomotive to be 6.42 Ib., and 
adds: “I must leave it to railway engineers to decide 
whether such a trifling pressure, uncombined with other 
causes, would be sufficient to occasion an accident by 
forcing the train to get off the rails — Correspondence 
London Railway News, 

Railroad Torpedo. 

This useful little device is often of great value in rail- 
way operation. It is a small circular tin can filled with 
detonating powder, and is fastened to the rail by tin 
straps bent round the rail. 

The Philadelphia & Reading Railroad Company use 
on an average 35,000 torpedoes annually on their numer- 
ous roads, These exprosives are called “ fog signals,” 
and are used in heavy weather, when the signal lights 
on the towers cannot be seen from the engine. They 
are intended to prevent accidents, and have done good 
service in that respect since their introduction. To 
make them thoroughly effective, three are placed on the 
track a short distance apart, so that if one should fail to 
make a report, two would remain to perform that service 
The explosion of a torpedo under the wheels of an en- 
gine is a warning of impending danger, and the engineer 
always stops the train in obedience to it—American 
Railway Times. 

Inspection of Railroad Axles, 

Sir Joseph Whitworth, the inventor of the Whit- 
worth gun, one of the best of authorities on iron and 
steel, referring to a recent accident in England oc- 
casioned by a broken axle, writes the London Times as 
follows: 

“ The sad railway accident at Newark, caused by the 
breaking of a railway axle through unsoundness of 
material, which has caused the death of eighteen per- 
sons and the destruction of much valuable property, 
must make railway directors extremely anxious to adopt 
all possible means of detecting and discovering unsound- 
ness in the material used for railway carriage axles. The 


best method that can be adopted for the purpose is that | 
of drilling a hole through the centre of the axle, | 


throughout its length, thus opening up to inspection and 


examination that part of the material which, in the 
case of ordinary manufacture, is most subject to un- 
soundness. The hole should be about 1 in. in diameter, 
and, with suitable mechanical arrangements, might -be 
drilled at an average cost of about is. 6d. per axle. 
The outside turned and the inside thus exposed to view, 
a serious flaw in an axle, which is only about 414 in. in 
diameter, could hardly escape discovery. 

“The plan would also diminish the tendency of the 
axle to get heated, and, by removing the material near 
the neutral axis, would, under the circumstances, reduce 
the internal strains and render the axle safer. 

“Tt is of great importance both to give proper diame- 
ters to every portion of the length of the axle,and to 
avoid all approach to sudden change of diameter.” 





MISCELLANEOUS. 


—Herapath's Journal, referring to the reduction of 
fares caused by the present competition in this country 
says: 





averaged 105,000,000 rubles (£14,000,000) per annum; 
last year it was 144,000,000 rubles. Another important 
station on the railway will be the town of Irbit, at the 
junction of the rivers Niza and Irbita. There is a 
market here, which is open from the first of February 
to the first of March, and the trade of the town is valued 
at 40,000,000 rubles. The Gazeta Polska says that this 
railway will add considerably to the corn supply of 
Western Europe, by opening a communication with 
Southern Siberia, whose corn may compete successfully 
with the best qualities produced in Hungary and 
America. 


—The Cincinnati, Hamilton & Dayton, and Pennsyl- 
vania Central Railroad Companies have notified the 
managers of the Cincinnati & Sandusky, and Cleveland 
& Columbus Railroads that arbitrary rates will hereafter 
be enacted between this city, Dayton, Springfield and 
Columbus. This means punishment for undertaking to 
build a new trunk line from Dayton to this city, and 
from Springfield via London to Columbus. We call 





“The Americans in the year present are thus trying the 


for continuance. Such a thing as knocking down prices 
as a means of competing we have long since abandoned. 
What is exploded here is becoming fashionable in 
America, but we are glad to see that there are sensible 
Americans who laugh at it.” 


—Under the head of “Tilinois Central,” Herapath’s 
Railway Journal of the 9th inst. says: “Theré is a 
“movement in America to get rid of the oppressive 7 
“ per cent. charter tax, and it is to be hoped that the 
“movement will succeed, not that it would benefit the 
“company, excepting to the extent of lower charges 
“ enabling the traffic to move more freely on the line.” 

The movement has been in the other direction. A 
clause in the new constitution of Illinois adopted by 
about 120,000 majority, makes that charter tax perpetual 
and irrevocable by act of the Legislature. It can now 
be removed or changed only by an amendment of the 
constitution itself. 


—There is talk of constructing a railroad over the 
Andes at the Planohon Pass, and extending a railroad 
from Valparaiso on the Pacific to Buenos Ayres on the 
Atlantic. 


—On the 1st of April last the coupons due on that day 
on the Sunbury & Erie Railroad 7 per cent. bonds, and 
which are payable by the Pennsylvania Railroad Com- 
pany as the lessees of the Philadelphia & Erie Railroad, 
were paid in currency, accompanied with a “memoran- 
da” that if the legal tender decision of the Supreme 
Court was not reversed within a year the company 
would make the currency payment then made equal to 
coin. In fuifilment of that promise the announcement 
is already made that this difference will be paid at the 
office of the Pennsylvania Company for the Insurance 
on Lives and Granting Annuites on the 25th instant. 


—The South Carolina Railroad is about to withdraw 
from the partnership in the new bridge across the Sa- 
vannah River near Augusta. The reason assigned is that 
the bridge is mortgaged, and that the South Carolina 
road cannot have a half interest in the structure. The 
matter h.s been referred to legal authority as to whether 
the agreement made between the South Carolina and 
the Charlotte, Columbia & Augusta roads is, under the 
circumstances, binding. 


—Suit has been instituted in the Superior Court by 
| the State of Maryland against the Baltimore & Ohio 
| Railroad Company to recover $250,000, one-fifth of 
| the receipts from passenger travel on the Washington 


branch from January 1st to July 1st, 1870. 


| —The St. Louis 7imes says that as soon as the Kansas 
| Pacific Railway is completed, it is the intention of the 
| company to give free passes for six months to St. Louis 
| merchants who desire to visit Denver for the purpose of 
| soliciting trade. 
| —A line of considerable importance has just been 
opened in Prussia, viz., the Maerkisch & Posen. The 
principal line extending from Frankfort-on-the-Oder to 
| Posen has a total length of 23 German miles, while the 
Beutschen and Guber branch is 18 German miles in 
length. The total extent of the line is consequently 36 
German miles. The establishment of the line has in- 
| volved the construction of five great bridges, two of 
| which are over the Oder, one over the Reisse, one over 
| the Boher, and one over the Obra. 





~The Gazeta Polska announces that several Rusgian 
| capitalists have started the project of a Siberian railway. 
| The proposed line is to be upward of 1,200 miles in 
| length, and the greater part of it will pass through 
| desert tracts in regions which are covered with ice and 
snow during ten months of the year. It is to commence 
at Nijni Novgorod, the market for goods from Northern 
Asia, Persia, and Turkestan. The value of the goods 
brought to this market has, during the last ten years, 


game we tried many years ago, but found it too serious | 


this bad policy. It cannot retard the progress of the 
new .road. It will be sure to hasten it.—Cincinnati 
Gazette. 

—The editor of the Derby (Conn.) Transcript, after a 
journey through Pennsylvania and New York, compares 
the railroads of those States with the Connecticut lines, 
as follows: 

“Now a word for our own railroads, and a true one. 
Nothing is more common than for Connecticut “ geese” 
to hiss at the New York Railroad. We record it as 
truth we will be sworn to, that not one car in all this 
long, though brief, route of six or seven hundred miles, 
was half so clean as those on our own roads; time was 
not as good nor stoppings as brief; nor did the con- 
ductors seem so intelligent a class of men. Talk, laugh- 
ing, singing, and drinking, were met more than once, 
that our roads tolerate not at all; nor seemed the compa- 
ny so select. It may be we were unfortunate either in 
day, time or train; but we actually believe our own 
roads are incom parably superior.” 

—The work of constructing the new railroad in Japan 
has been commenced. The section between Yeddo and 
Yokohama was commenced at both ends simultaneously, 
the land in the capital chosen for the site of the situation 
was being cleared and leveled, and all possible facilities 
were afforded to Mr. Morel in prosecuting the undertak - 
ing. The line crosses the Tokaido (the grand trunk 

road of the Empire) twice—once at Canagawa, and once 
| just below the British Legation at Yeddo; and it will be 
constructed on a 3ft. 6in. gauge, as approved by the con- 
sulting engineers at home whose opinions upon the sub- 
ject were requested. 


ELECTIONS AND APPOINTMENTS. 


—Charles Hallowell has been elected Treasurer of the 
Pittsburgh, Cincinnati & St. Louis Railway Company, 
in place of J. G. Morris, resigned. Communications, re- 
ports und remittances should be directed to him at 
Columbus, Ohio. 

—Col. Alfred R. Reeves, formerly of the Chesapeake 
& Ohio Railroad, has been appointed Chief Engineer of 
the Mobile & Alabama Grand Trunk Railroad, which is 
to extend from Mobile northward to Elyton, there to 
connect with the North & South Alabama, and Alabama 
& Chattanooga. 

—Mr. E. P. Rodgers, of Burlington, Iowa, for a long 
time connected with the freight department of the Bur- 
lington & Missouri River Railroad Company, and later 
the General Freight Agent of the Burlington, Cedar 
| Rapids & Minnesota Company, has been appointed Gen- 
eral Freight Agent of the California & Oregon Railroad 
Company. He started for his new headquarters, Port- 
land, Oregon, on the 22d inst. 

—Mr. H. Thielson, lately Chief Engineer of the Bur- 
lington & Missouri River Railroad Company, has been 
appointed General Superintendent of the California & 
Oregon Railroad, and left Burlington, Iowa, for his new 
post of duty last Saturday. 

—E. F. Keever has resigned his position as General 
Freight and Ticket Agent of the Reading & Columbia 
Railroad to accept an appointment as General Agent of 
the Huntingdon & Broad Top road, in place of R. N. 
Jacobs, resigned. H. C. Lenty succeeds Mr. Keever on 
the Columbia & Reading road. 

—H. Leslie Lyman, lately cashier at Buffalo of the 
Lake Shore & Michigan Southern Railway, has been 
chosen Secretary and Treasurer of the Buffalo & Wash- 
ington Railroad Company. 

—The annual election of directors of the Grand Rap- 
ids & Indiana Railroad was held in Sturgis, Mich., on 
the 2th instant. George H. White, of Grand Rapids, 
Jonathan G. Wait, of Sturgis, Mancel Talcott, of C hica- 
go, Andrew Ellison, of La Grange, Ind., Joseph K. Ed- 
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gerton and Pliny Hoagland, of Fort Wayne, and J. N. 
McCullough, Thomas D. Messler, and Springer Har- 
baugh, of Pittsburgh, were elected. The three last 
named, all of the Pittsburgh, Fort Wayne & Chicago 
Railway Company, are new members of the board. The 
directors organized by choosing Joseph K. Edgerton, 
President, and John M. Godown, of Fort Wayne, Secre- 
tary and Treasurer. 

—Edward Collings, Master of Machinery of the Cam- 
den & Atlantic Railroad, has been Acting Superin- 
tendent since the resignation of G. W. N. Custer, now 
Superintendent of the Mobile & Ohio Railroad. 

—J. N. Dubarry, Vice President of the Northern 
Central Railway Company, was recently elected Vice 
President of the Baltimore & Potomac Company, whose 
road will connect the Northern Central with Washing- 
ton and Fredericksburg. 





TRAFFIC AND EARNINGS. 


The total,receipts of the railroads of Great Britain for 
the 26 weeks ending June 26th, at which time the mile- 
age was 13,745 miles, amounted to £20,361,399, and for 
the corresponding weeks last year, when there were 
13,581 miles, to £19,419,958, showing an increase of 
£941,444. The total receiptson the 14 principal lines 
amounted to £16,945,554, and for the same period in 
1869 to £16,207,223, showing an increase of £738,331. 
The receipts on the inferior lines in the United King- 
dom amounted to £3,415,845, against £3,212,735, showing 
an increase of £203,110. The figures so far indicate that 
the total traffic receipts on railways in the United 
Kingdom for the year 1870, if all things go on as hereto- 
fore, will amount to about £43,500,(00. 

—The following is the official report of the earnings 
and expenses of the Western Union Telegraph Cumpany 
for the month of May: 








1869. 1870. 
PON nbbnncas: s0eascucdeasnrshewaues $59 1,145 21 $596,290 28 
PD ne. 600éndnodecesens csoapacuneens 8°7,.3'154 407 423 44 
POUR svc: sn.0vctencksicccdangmmesekes $302,283 67 $188 866 84 


The rates were very much lower in 1870 than in 1869. 


LOCOMOTIVE STATISTICS. 


Toledo, Peoria & Warsaw. 

The following is the report of the general average of 
performance‘of locomotives on the Toledo, Peoria & 
Warsaw Railway for the month of June, 1870, as made 
by A. H. de Clercq, Master Mechanic: 





Cost per mile for engineers, firemen and wipers............. 6.79 cts. 
Cost per mile for repairs of engine.............ceeeeeee oes 6.98 ** 
Cost per mile for oil, waste, tallow and rags........... on 1.22 
- - WG a sicnssccteodssae a osehaves ebusas 6.29 “* 
DORA CUGe WOE NS TOM. oo noo 55ncis csccccesnesceessasees 21.28 cts. 
Tf rn weer rene ee 19.29 
” on re ree 48.00 


The above includes all kinds of oil consumed and sup- 
erintendence, and all other expenditures appertaining to 
repair of locomotives. 

Average cost of oil $1.05 per gallon. Coal is charged 
at $2.75 per ton, and wood at $4 per cord. 


PERSONAL. 


—John W. Stewart, the recently nominated Republi- 
can candidate for Governor of Vermont, was formerly a 
telegraph operator at Middlebury, Vt. 





—Walter Sterling, an engineer who died at Bridge- 
port, Ct., this month, ran on the Housatonic Railroad 30 
years and 975,000 miles, without an accident. 


—Southern papers speak of the “Pretty Mrs. Sam 
Tate, the Railroad Queen of the South.” 


—Mr. C. C. Franciscus first entered the service of the 
Pennsylvania Railroad as freight agent at Baltimore, in 
November, |852, the duties of which he faithfully carried 
out until January 1, 1853, when he was transferred to a 
similar position at Pittsburgh. At this point he re- 
mained until the Pennsylvania Railroad Company be- 
came the owners of the Columbia Railroad, when he 
was placed in charge thereof, with the title of Superin- 
tendent of the Philadelphia Division of the Pennsyl- 
vania Railroad. This position he held until January 1, 
1866, when he was appointed to that of General Agent 
at Philadelphia. It will thus be seen that he has been 
in the service of this company for a period of eighteen 
years. In the early part of 1867 he found his health 
failing him and journeyed to the South for the benefit 
thereof, where he remained through the summer. Re- 
turning he obtained additional leave of absence and 
made a voyage to Europe, where he remained until the 
fall of 1868, returning seemingly a new man. When 
seen by one of the officers of the road last Wednesday, 
at Whitehall, he proposed going to Cresson, to remain 
four weeks there with his family, and did leave for that 
place in the Erie train at half-past eleven a.m. As to 
the exact time of his death it is impossible to determine, 
there being no struggle, and his wife not even knowing 
that he was a corpse until she awoke about half-past five 
in the morning. Deceased was about forty-eight years 


of age, a native of Columbia, and leaves a daughter. 
The Pennsylvania Railroad deeply feel his loss, as they 
looked upon him as an almost invaluable assistant. The 
cause of his death is supposed to have been consumption 
and a complication of diseases.— Philadelphia Telegraph. 





RECISTER OF EARNINGS. 


FOR THE SECOND WEEK IN JULY. 





Chicago & Northwestern (1,157 miles) 1869................. $287,052 
= = Gee OND TED cs cc0. senecesce 268,211 
Weswenss COM POF GORE) co0ccc. cecsccciccecsccaces. $18,841 


Chicago, Rock Island & Pacific (608 miles) 1870........... $116.8 0 





(594 miles) 1869........... 108,254 
Reenee CO UP III: ooiinniins stich cnessisciceccsccccas : ~ $8,546 
Milwaukee & St Paul, (936 miles) 1870................... $137,499 
as “ Se MD HED cnccccecccncnse sss 134,330 
BORED GUE TE DIB ic. cinis nk.cce csc cinsaccdcasones ~~ $3,169 
Pacific of Missouri, (355 miles) 1870........... .......00. . $57,088 
” - SUE NE wnthneeds sbnceassoncaee 46,103 
I TE BO BI inns hsv nnn setae ecensvinen $1: 926 
St. Louis & Iron Mountain, (210 miles) 1870............... $29,946 00 
” - ” (210 miles) 1869............... 17,915 10 
Increase (67 per cent.)........ basdobhenasnsewseonsns $12,030 90 
Toledo, Wabash & Western. (522 miles) 1869............. $71.475 
- ” * Bet eee 71,076 
Bsc. ba sods: Semdsanernssacdsensesbadesecodes $399 

FOR THE THIRD WEEK IN JULY. 
Michigan Central, (329 miles) 1°69........................ $65,883 25 
= - ce edteecmsiarnscénsenes 64.597 66 
SSD: GB PI Bik 00.ninseincts si iinicctacsecia $1,235 59 
Chicago & Alton (465 milee) 1870................eeeeeeeeee $110.001 78 
nad FP nit: s0s0dn0s5060s0400Kennd 79,866 11 
Increase (37% per cent.)....... oe cneeceseneseocase $30,135 67 








The Viaduct Question—Let It be Settled. 


The objection of the property owners, and, for that 
matter, of the majority of the people of Chicago, to the 
proposed viaducts over the Chicago, Burlington & 
Quincy Railroad at Sixteenth strect, is based upon the 
obstruction thus afforded in the vistas on two of the fin 
est avenues in the country—not to say in the world. 
That there is both right and reason in this objection we 
have before shown; and no light cause should sacrifice 
this just source of pride, and destroy its peculiar value. 
That the viaducts proposed by the Board of Public Works 
would work untold harm to the «esthetic interests of the 
city, as well as damage a large amount of private prop- 
erty, is sufficiently evident. It is equally clear that some 
plan must be devised to harmonize the irrepressible con- 
flict at present existing between the traffic of the road and 
the traffic of the public at this crossing. Hitherto the 
only alternative to the viaduct plan has been the removal 
ofthe track beyond the limits of the 7: but another 
plan, as novel as it seems to be practicable, has just been 
brought forward by the RarLroap GazeErre, of this 
city mention of which was made in this paper on Satur- 
day. The plan comprehends an entire circumvention of 
all the difficulties in the case. It neither destroys the 
vistas of the avenues, nor does it require the removal of 
the railroad track. It will cost less money, because, 
while it c nfiscates entirely a certain amount of property 
on each side of the track, it will injure no contiguous 
property, and, instead of detracting from, will materially 
add to, its value. 

The plan is simply to begin the elevation of the via- 
duct at a point 120 feet on either side of the track, and 
thence form a circular drive on each side of the street, 
the viaducts and elevation thereto being constructed en- 
tirely without the strect lines and within the adjacent 
blocks—thus having the avenue vistas not only unob- 
structed, but absolutely beautified at this place by lawns 
and fountains, and made an object of special beauty 
rather than a blot, an obstruction, and a lasting blemish. 

-We sce nothing to object to in this plan, but every- 
thing to commend. It seems to answer every objection 
thus far raised to the construction of viaducts; and 
should the Board of Public Works decide to adopt it, 
we should at once withdraw the objections heretofore 
made to the whole viaduct —— The intcrests 
of commerce cannot be lightly obstructed. The removal 
of the track to the southern limits cannot be compelled, 
since the railroad has an absolute right of way at Six- 
teenth strect. Neither can the vast street traffic con- 
ducted at this point be made longer, to suffer the incon- 
venience of detention and the risk of danger. Let all 
interests, then, combine to —_ the new plan, and thus 
put an end to contention, and permit the avenues to 
back from viaducts to fashions.—Cvicago Hoening Pest. 








—One of Red Cloud’s squaws has been re-chtistened 
“Tron Road,” in honor of the railroad. The swift mode 
of the locomotion greatly impressed the delegation. In 
expression of their amazement at the celerity with 
which they traveled they made gestures denoting the 
drawing of an arrow from a bow, and indicated the 
flight of eagles with their arms, to show the comparisons 
the speed of the railroad suggested to their picturesque 
imaginations 








—Willis, Phelps & Co., of Springfield, Mass., are talk 
ing of employing Chinese as laborers on the railroad 
they are building between Farmingham and Lowell, 
Mass. It is stated by the Lynchburg ( Va.) News that the 
Chesapeake & Ohio Railroad Company intend employing 
immediately one thousand Chinese to work on the con- 
struction of that road. They are induced to take this 
step, it is said, because the colored laborers have left, 





and are still leaving, the road in large numbers. 





Railway Patents. 





In a recent article (June 18th) in which we counseled 
that the railway companies should associate together for 
the purpose of testing all new devices and inventions for 
railway purposes, we alluded incidentally to the fact that 
such an association already existed to protect the railway 
companies from the improper and dishonest claims of a 
ring of patent nanos B who, with plenty of capital, 
brains, legal talent and impudence, have already suc- 
ceeded in levying heavy sums upon every considerable 
railway company in the land. Hardly a day would pass 
that some claim for the use or the infringement of some 
mechanical device was not made upon the active mana- 
ger, and hundreds of thousands of dollars have been paid 
upon these bogus patent claims, merely because the 
manager had not the time to inquire into the facts, or the 
knowledge to properly institute such an inquiry, with- 
out going to an expense for experts, legal advice, and 
other matters pertinent for a proper defence, that would 
amount to more than was demanded for the use of the 
device itself; and so the demand would be paid, first. by 
one company and then by others, merely because they 
were ignorant of their just rights in the matter. Afterwards 
some manager not so pliable would contest the claim, 
and after an expensive suit it would turn out that the 
whole claim was a dishonest one, without the shadow of 
a shade of right or justice to rest upon. This case is not 
an isolated one, but there were hundreds of them, and 
the railway company that made up its mind to insist 
upon its — had to keep a large legal force, a corps of 
mechanical experts, and other expensive accessories, in 
order to secure that end. Where any railway company 
was found in the proper condition to resist successfully 
the demands of the bogus patent speculators, they were 
let severely alone, and then the demand would be made 
upon a weaker or less fortified corporation, and with 
success generally. It was this continual demand upon 
the railway companies that finally led to an association 
of companies to test the legality of the claims made 
upon all, and the result has been on the whole beneficial. 
The objects of the association are not to deprive invent- 
ors of the rewards justly due them for improvements 
made, not to oppress a meritorious class of men 
for the benefit of aggregated capital; but to pro- 
tect both the railway companies and honest invent- 
ors from the piracies of the patent speculators. We 
can speak understandingly of the intents and pur- 
poses and spirit of the gentlemen who _ have the 
laboring oar in this association, and we do not believe 
that any man can say truthfully that they have contested 
and defeated any honest claim made by an inventor, 
while we know that they have defeated many a dis- 
honest one, and will continue to do so while the necessi- 
ty for such an,organization exists. No honest claim is 
opposed ; it may be tngutred into, and if it is found just 
and right, it is so reported, and the companies are ad 
vised to pay it. 

It is true that an association like this, with its im- 
mense financial strength, might become an instrument 
of great wrong and injustice; but let the agents of it 
once be found guilty of this, and it loses character at 
once, not only among inventors but in the courts and be- 
fore juries and the public. In fact, this association can- 
not afford to do an act of injustice, and we know that 
the active agents of it are more likely to err on the side 
of the claims of inventors than against them. We be- 
lieve that the organization is a useful and an honest one ; 
we know that it is doing a good work in opposing fraud 
and dishonesty, as represented by a rin of wealthy pa- 
tent speculators, who have bought hundreds of patents 
of more or less validity and value, and who for some 
years have been trying to collect upon them, with all 
the force and influence which money, legal ability, and 
consummate impudence command, 

So far from considering this association prejudicial to 
honest inventors, we believe that it is really one of their 
best safeguards, and will continue to be while its affairs 
are conducted in the truly catholic spirit in which they 
have been. We have read the comments of some of our 
cotemporaries upon our former article upon this subject, 
and those of the American Artisan agen ge ey 
of its general character for fairness and ability—and 
while we agree that such an association might become 
vicious and prejudicial to honest inventors, yet we still 
hold of the opinion that its formation was an act of ne- 
cessity to the railway companies, and a real protection to 
inventors; and we think its value would be very much 
enhanced to all honest parties concerned, if our sugges- 
tions as to its additional sco e and duties were to be fol- 
lowed up. The cost to the different companies would be 
but slight, while the benefits would be, as before stated, 
incalculable. And we restate our general proposition: 
that if the association had commenced to collect infor- 
mation, models, and other evidences of patented devices, 
ten or twenty years since, the different railway compa- 
nies would now be comparatively free from patent suits. 
Such a record, with tests, trials, notes and memoranda 
properly combined, would be of vastly more value than 
those of the patent office, and it would be one that could 
be safely appealed to by courts and juries in all doubtful 
contests. We trust the association will still continue to 
exercise its present valuable duties, and to enhance its 
value by extending its scope in the direction we have in- 
dicated.—American Railway Times, July 16. 








Peoria & Rock Island, 

After a long and exciting debate in the Council 
Chamber, on the 26th inst., right of way into the city of 
Peoria was finally granted to the Peoria & Rock Island 
Railroad. It is believed that the road will now be 
speedily constructed. 

—At West Sebanon, N. H., on the 26th inst., Con- 
ductors Henry 8. Shattuck and Geo. W. Barnes, and En- 
gineer Andrew M. Grant were arraigned for manslaugh- 
ter in the second degree in the late collision on the 
Northern Railroad. 
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Editorial Announcements. 





Correspondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvements will be gratefully received. We make 
it our business to inform the public concerning the progress of 
new lines, and are always glad to receive news of them. 

Articles.—We desire articles relating to railroads, and, if 
acceptable, will pay liberally for them. Articles concerning 
railroad management, engineering, rolling stock and machinery, 
by men practically acquainted with these subjects, are especially 
desired. 

I nventions.— Those who wish to make their inventions known to 
railroad men can have them fully described in the RAILROAD 
Gazerte, if not previously published, FREE OF CHARGE. 
They are invited to send us drawings or models and specifica- 
tions. When engravings are necessary the inventor is expected 
to furnish his own engravings or to pay for them. 
jay" Our Prosp and B 8s Notices will be found 

on the last page. 


THE ATMOSPHERIC BRAKE. 


There are very few things connected with railroads 
and rolling stock which have so exercised the minds of 
inventors as car brakes. Aud with good reason; for on 
the efficiency of these brakes frequently depends the 
safety of trains and passengers. The requisites of a 
satisfactory brake are, instantancous and uniform action, 
certainty and power. For ordinary purposes it might be 
thought that instantaneous action would not be neces- 
sary, and that the ordinary hand{brakes would be quite 
satisfactory ; but it must be borne in mind that not only 
is the train to be stopped, but to be brought to a 
halt at a definite point. If, when the envincer 
whistles for brakes the brakemen are not prompt 
in putting them on, and just as prompt at one timeas at 
another, he cannot know exactly when to call in order 
= make the stop at the required point. In case of dan- 
ger, of course, it is of the utmost importance that the 
brakes should be put on at the earliest moment possible. 
A second or even a quarter of a second may make the 
difference between safety and destruction. But with the 
handbrake, after the call the brakeman must first go to 
the brake (unless he happen to be standing by it at the 
time) and then some time—often very precious time—is 
expended in winding itup. Meanwhile the train may 
rush into a ditch or upon a train, or over a man or an 
animal, destroying lives often and stiil oftener thousands 
of dollars worth of property. 

Many inventors have endeavored to provide an appa- 
ratus which should be operated by the engineer and ap- 
plied instantaneously, and with such success that several 
of these improvements have been adopted jon well 
managed roads. But there are difficulties which most 

















have not overcome. Some provided only the means for 
putting on brakes, but none for taking them off, for | 
which the brakemien were depended upon. Most operated | 
inflexibly, applying just so much power, and no less, at | 
all times. A large number have been intended as safety 
brakes, to be used only in case of accident. Thus the 
engineer never became familiar with them, and if the 
apparatus got out of order it was not easily detected. 
We described last fall the operation of an atmospheric 
brake invented by George Westinghouse, of Pittsburgh, 
which was tried in Chicago at that time. In this appa- 
ratus & pump operated by steam from the locomotive pro- 
vides a supply of condensed air at a certain definite 





pressure at all times, and this compressed air is conduct- 
ed to a cylinder under each car, and by its pressure upon 
a piston working in these cylinders applies the brakes. 
An ingenious arrangement enables the engineer to apply 
the brake with the full force of the compressed air, or 
with a less force, at pleasure; the elasticity of the air 
prevents any undue friction or holding of the wheel; 
the application is made very nearly instantaneously on 
all the trucks; every wheel is pressed with an equal 
weight; no wheel for an instant is without pressure, and 
the engineer has perfect control of the apparatus, in an 
instant, by a simple movement of the lever, putting on 
brakes, lessening the pressure, or taking them off. 

The result of that experiment was very satisfactory. 
A train running at great speed was stopped in about 300 
feet—about the train’s length—and the results were so 
satisfactory to the large number of railroad managers 
present and the apparatus so promising that it was or- 
dered immediately for trains on several roads, and it will 
very soon be in use on every road entering Chicago, save 
one. 

But an experiment is not experience. The only satis- 
factory test is successful use for a lengthened period, in 
different hands, under various circumstances and in 
different places. Such atest the Westinghouse brake 
has now had. It has been used extensively on the Pitts- 
burgh, Cincinnati & St. Louis, and the Pennsylvania 
railroads, and to a less extent on the Michigan Central, 
the Chicago & Northwestern, the Lake Shore & Michi- 
gan Southern, the Illinois Central, and the Union Pacific 
roads. In every case, we believe, the result. has been 
most satisfactory to the companies. The apparatus has 
been found not only efficient, but simple, durable, easily 
managed, not likely to get out of order, always ready, 
and easily understood and operated by locomotive engi- 
neers of ordinary intelligence and skill. 

The rapid introduction of this brake is hardly remark- 
able, though it is exceptional. But this appara'us ap- 
peals to managers in two ways: first, it promises 
a considerable saving in regular expenditures 
and the prevention of great losses of prop- 
erty and reputation by accidents, and_ second, 
it is itself an attraction which is likely to gain 
the favor—and therefore the patronage—of travelers, 
Already on the Pan Handle Line by the use of this 
brake a collision has been averted which in all proba- 
bility would have destroyed several cars, severely dam- 
aged a locomotive, and very probably killed an engineer. 
A passenger train running around a curve at the rate of 
25 miles an hour had approached within 300 feet of the 
rear of a freight train, when it was discovered and the 
brake put on. The train was brought to a stop within a 
few feet of the freignt train. In this case a delay of a 
single second would have made a collision inevitable. 

Besides the increase in safety there isan increase of 
comfort. The atmospheric brake is entirely noiseless in its 
application, and to one whose uneasy slumbers in a sleep- 
ing car have been rudely broken by the harsh grating of 
the train as the brakeman puts on brakes, this advantage 
will seem not inconsiderable. There is, moreover, a say- 
ing of time which in these days of fast trains is an item 
not to be despised. So certain and so quick is the ope- 
ration that all ordinary stops at stations can be made 
with less delay in slowing than with the ordinary hand- 
brake. This advantage effects a saving of twenty min- 
utes in about 250 miles on the Fort Wayne road. Again, 
as the pressure is applied uniformly and to all the wheels 
on all the cars of the train, there is necessary’ a lighter 
pressure, and consequently less friction and wear, than 
on wheels under a hand brake; and the sliding of wheels, 
which wears rails so rapidly, is said to be entirely obvi- 
ated. 








NEW RAILROADS IN ILLINOIS. 


The new constitution of Illinois will become our fund- 
amental law on the 8th of August. Its provisions con- 
cerning corporations, and especially railroad corpora- 
tions, are peculiar. One of these peculiarities is the 
prohibition of special legislation. Hereafter any body 


| of men can form a railroad company with all the rights, 
| privileges and franchises attainable by any other new 


company, without approaching the Legislature at all. 
Probably future legislatures may frame some general 


| laws concerning the organization of railroad companies 


and define their powers and rights, but such a law must 
be applicable to all companies, and ne one can obtain 
special favors by reason of influence with the Legisla- 
ture. 

Another very important provision is the absolute pro- 
hibition of taxation to aid in the construction of new 
railroads. This provision was very bitterly opposed in 
the Constitutional Convention, especially by members 
from the southern part of the State, some of whom pro- 
phesied that such a provision would cause the defeat of 
the constitution. Owing to their opposition this section 


was submitted to vote separately, and there were some | 





who professed to believe that it would be rejected. The 
result proves, however, that, it was more popular even 
than the constitution—its majority was, indeed, over- 
whelmingly great, and would seem to indicate that those 
who favor . municipal subscriptions are an insignificant 
fraction of the whole people. 

In the face of this vote it seems not a little strange 
that so many subscriptions have been made of late in 
almost every county in the State. Their success seems 
to be incompatible with the vote on the Constitution. 
We believe, however, that a rational explanation is pos- 
sible. The law passed by the last Legislature, under 
which so many new railroads have obtained county and 
town subscriptions, was exceedingly well calculated to 
induce subscriptions even from those places which 
were strongly opposed to the law. Doubtless 
many of the supporters of the bill aimed only to secure 
the construction of much needed railroads ; but the effect 
has been to give a great opportunity to a class of men 
who made a business of organizing companies and solicit- 
ing aid. These were often men of some local political 
influence, strong on the stump, perhaps, and accustomed 
to soliciting the votes of their fellow-citizens; rarely cap- 
italists or experienced in constructing or operating rail- 
roads. Too often they have had no interest in their road 
as a line to be operated, never looking for an income 
from its earnings, but expecting to make their profit 
from the sale of the work which the municipal sub- 
scriptions paid for. For instance, Jones and Smith 
organize a company to construct a railroad from 
Jonesville to Smithtown. They canvass all the 
towns and counties on the line, and for miles on 
each side, and hold meetings at which the great advan- 
tages of the road are enlarged upon. The towns A, B, 
and C are asked to vote $50,000 each. If it should hap- 
pen that they fail to see the advantages, and are slow to 
vote the aid, X, Y and Z, some miles on one side of the 
line are canvassed. One or more of these vote a sub- 
scription. Then A, B and C, which could not be per- 
suaded by the advantages of the line, are induced by the 
disadvantage to them of a railroad through a neigh- 
boring town, to vote all that is asked of them. 
If not, the route is diverted north to X, then 
south to M, and north again to Z, in order 
to reach the places which vote the largest 
subsidies. Then Brownville, four or five miles north of 
Smithtown (already a thriving place, while Smithtown 
is without people or business), finds that the construc- 
tion of a road to Smithtown is likely to divert a part of 
its present business, and consequently, impelled by the 
instinct of self-preservation and not at all or very little 
by a desire for the road, it makes a strenuous effort and 
outbids Smithtown. Something like it occurs at the 
other end of the line; and at last the Smithtown & 
Jonesville Railroad, which was to extend from Smith- 
town to Jonesville in a straight line through A, B, C, 
and D, is located from Brownville to Robinson, zigzag- 
ging through X,M, Y,and N. Here it is evident that 
the location of the road was determined by the subsidies 
and not at all by the advantages of the route. But on 
the strength of these subsidies money enough is obtain- 
ed to construct the road-bed, and this is merchantable 
property, and is sold to some corporation which is will- 
ing to pay half its cost and iron and operate it, notwith- 
standing its unfavorable location. Thus those who plan- 
ned the line and obtained the subsidies, the original 
“company,” paying for the work with municipal sub- 
scriptions, have the amount paid by the corporation to 
which they sell, perhaps equal to half of the subscrip- 
tions, as clear profit. 

It is beyond question that very many of these sub- 
scriptions have been obtained because the towns voting 
feared that the line might divert its existing business, if 
built to some other place near by. And it isalso beyond 
question, that many of the proposed lines in this State 
have been located most unfavorably, on routes which are 
likely to afford very little traffic, simply because large 
subsidies could be secured on these routes. 

On the other hand, doubtless, the construction of 
some much needed lines has been promoted by the law 
authorizing these subscriptions. Some of those who 
have been active in organizing and canvassing, have 
labored chiefly for the purpose of providing desirable 
facilities for transportation to the localities in which 
they reside. They may receive their reward, as others 
do; but there is a difference between paying for what is 
valuable and for what is useless. But in most cases a 
railroad is not needed where it will not pay; and at 
this time there is little difficulty in obtaining money for 
railroads which are sure to pay. 

The old companies, though not infrequently taking 
advantage of the old law, will not be sorry to see it 
abolished. There is no railroad so worthless as not to 
be able to injure the business of another line. And it 
has been a peculiar feature of the recently organized 
railroad companies of the State that they have a con- 
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tempt of competing lines and limited traffic. They 
rarely object to locating lines within a few miles of roads 
already built, and seem to believe that a district ten miles 
wide can furnish profitable traffic to two or even three 
parallel lines of road. If all the lines projected had 
been built in the space between the Chicago & Alton 
and the Chicago, Burlington & Quincy from Chicago as 
far west as Aurora and Lockport, a triangle about forty 
miles long and fifteen miles wide at the base, the traffic 
of that district, embracing about 300 square miles, or 
eight ordinary townships, would be divided between 
four lines. Soin many parts of the State lines have 
been projected which could hardly pay their own oper- 
ating expenses, yet would affect more or less injuriously 
the receipts of other roads. It is of great importance, 
to the community as well as to the railroad companies, 
that no roads should be built except such as will supply 
a real want and will obtain traffic to support them. 

As to the immediate effect of the prohibition of munici- 
pal subscriptions, we were about to say that it would be 
likely to decrease the number of new projects. But it is 
noticeable that for a few months past there have been 
few such projects. Most of the talking concerning new 
roads, and most of the efforts to obtain subscriptions have 
regarded lines projected some time ago. These, since 
the adoption of the new constitution, and since it became 
probable that it would be adopted, have made a desperate 
struggle for existence, knowing that after the 8th of 
August there would be no hope for them, So ‘there 
have been a large number of elections, but, we 
believe, not the usual proportion of subscriptions. 
Just how many will have secured the aid necessary to 
their construction, cannot be told; for the best of them, 
doubtless, would be built without any aid, while the 
poorest must depend entirely upon their subscriptions 
both for construction and equipment, for intelligent 
railroad managers would hardly agree to operate them 
for their gross receipts. We expect many, especially of 
those which are still projects, having very little or no 
grading, to be abandoned. Others are too far advanced 
and too valuable to be givenup, except it may be 
temporarily. On the whole, there is reason to believe 
that hereafter the railroads built in Dlinois will be such 
as are needed and such as will pay; that the number of 
new companies and new lines projected will be quite 
small compared with last year’s list; and that less money 
than heretofore will be buried in road beds partly finished 
and never ironed. There will be fewer efforts on the 
part of small towns to steal each others trade, and the 
railroad system of the State will have an opportunity 
to develop in accordance with the natural demand for 
transportation. 





THE TRANSPORTATION OF LIVE STOCK. 





This business, though it has attained large proportions 
and is very important to the railroads (adding more than 
$20,000,000 to the earnings of lines in the United States, 
in the year 1869, it is said,) can hardly be said to be satis- 
factory. The trouble is that it is not easy to provide for 
the health and comfort of animalson cars. To be carried 
economically they must be packed very close; they can- 
not be fed or watered on the cars; they are warm and 
worried and frequently injured during their journey, 
which often occupies several days; not a few are killed, 
very many are severely injured, and all decrease in value, 
while transported ; and altogether the sufferings of the 
poor brutes recall the horrors of the middle passage in the 
times of the African slave trade. Something has been done 
toimprove the traffic by the establishment of yards where 
the cattle may be fed and rested at the end of every 
twenty-four hours’ journey ; but at best the journey is a 
hard one; the weight of the animals is quite seriously 
diminished and their quality injured by a journey of 
several hundred miles (many are carried 1,600 miles by 
rail), so there are economical reasons for seeking im- 
provements in the method of carriage. 

In England a stock car has been introduced, which 
seems well suited to the rolling stock there used, and 
affords comfortable quarters to animals. In this the cat- 
tle stand with their hind-quarters toward the ends of the 
car, while the centre is provided with mangers, troughs, 
waterand hay. These cars, however, will carry only 
about six cattle each. 

An Iowa inventor, Mr. John W. Street, of Marshall- 
town, has invented a car which seems better suited for 
American roads. He divides his car into stalls by means 
of movable partitions, suspended at either end, 
by which each animal is confined by itself, and 
cannot be crowded, or trampled upon by those on 
each side of it. Moreover, it can lie down at pleasure, 
and, one would think, might enjoy the journey as well 
as a biped in a sleeping car. But this is not all. Along 
one side of the car (which is made a little wider than 
an ordinary stock car) there is a trough which may be 
supplied with water from the tanks on the line. And 


above the cattle is a chamber or mow for carrying 
pressed hay and grain, which may be placed in man- 
gers and eaten by the cattle while the cars are moving. 
In order to accommodate sixteen cattle (the usual 
number carried in a stock car) this “stable car” must 
be six feet longer than the ordinary stock car, and con- 
siderably more costly. But it is believed that the ad- 
ditional expense can be well afforded; for the cattle 
transported in such cars are expected to come 
out of them at their journey’s end quite as 
heavy and as healthy as when they went in, and the 
loss in weight per car load has been estimated at more 
than $100 on the average. Moreover, it is thought that 
delays for feeding and rest will not be necessary, but 
that the animal may be shipped in the Indian Territory 
and carried through to New York or Boston without 
once leaving the car. The loss of animals killed or in- 
jured by trampling, would be entirely obviated. 

Mr. Street proposes to organize a cattle express com 
pany which shall build these cars and run them as some 
of the fast freight lines run their cars, but doing the 
business on their own account. Itis to be hoped that 
an experiment with the plan will be made, for some im- 
provement in our method of transporting live stock is 
much needed, and will be even more necessary when 
carsrun from Texas to New York. 











The Wayne Accident. 


The accident at Wayne station, 18 miles west of De- 
troit, last week, was due entirely to the neglect ofa 
switchman, who turned the switch to let the freight 
train upon the side track, and neglected to turn it back 
again. The Atlantic express, a long and heavy passen- 
ger train, was approaching at a rapid rate, probably 
30 miles an hour, as it does not stop at that station,*and 
was within a few hundred feet when the engineer dis- 
covered the position of the switch and cut off steam. 
Thus the freight train was struck with a terrible momen- 
tum. Two cars of the freight train were crushed .and 
then the locomotive left the track and was turned over. 

The remarkable feature of the case was the slight 
damage to the passenger cars. The locomotive and ten- 
der and baggage car were badly shattered, but almost 
the only injury to the passenger cars was the battering 
of the front end of the forward car. No passenger was in- 
jured. Doubtless this fortunate result was due to the 
construction of the cars, in themselves very strong and 
solid, and provided with the Miller platform, which ren- 
ders the whole train almost as stiff as a single car. With 
ordinary cars, it is altogether probable that one or two 
cars at least would have “telescoped,” and a great de- 
struction of life ensued. 

The switchman, through whose fault the accident oc- 
curred, has been for a long time in the company’s 
service, and was considered a faithful and trustworthy 
man. After the accident occurred, he felt sure that he 
had changed the switch after the freight train had run 
on the side track; but it was found turned for the side 
track and locked. 

In view of such accidents, due to what may be called 
a slip of the memory, it would seem advisable that no 
operation of this kind should depend upon the memory 
of one man, whose very familiarity with his duties may 
render him neglectful, as he will in time do his work al- 
most unconsciously. A system of signals such that the 
engineers of approaching trains may know the position 
of switches in time to stop before reaching them would 
make such an accident impossible, except when two men 
should be neglectful or forgetful at the same time—a 
very improbable occurrence. 








Avenue Viaducts. 





The plan presented by us last week for harmonizing 
the difficulties and avoiding the interferences between 
the travel on Michigan and Wabash avenues and the 
Chicago, Burlington & Quincy Railroad travel at the 
intersections is of course variously viewed, but on the 
whole, favorably. The Tribune says it is entitled to 
serious consideration, and the Heening Post, in an article 
which we reproduce elsewhere, cordially endorses it 
and calls for a settlement on the basis proposed. The 
Times, on the other hand, attempts to ridicule it, but 
without presenting a single argument for or against it. 

The only objection that could be justly urged against 
this plan would seem to be that of expense, and that we 
believe is something which attends all public enterprises 
either for convenience, safety or adornment. Whatever 
expense tlfis plan might involve,—and it would not be 
one much, if any, in excess of other plans,—would 
secure all three of these most desirable points,—the 
avoidance of danger, removal of obstructions, and the 
ornamentation of the avenues. Except the small amount 
actually condemned, all other adjacent property would 
be actually benefited. 





Far from assuming that this particular project is the 





best that could possibly be desired, we are glad to see 
that it has awakened some discussion, and hope that the 
ends contemplated may soon be secured, either by this 
or some other and better means. 


New York to Chicago. 














We see so frequently misstatements of the distances 
between New York and Chicago by the different railroad 
lines that we are tempted to make a correct statement of 
them. The last we have seen is given ina London paper, 
(Herapath’s Railway Journal) in an article intended to 
show that the Grand Trunk Railway has advantages for 
traffic between Chicago and Boston equal to those of the 
other lines, and that it has very little the disadvantage in 


distance. This paper gives the distances from New York 
to Chicago as follows: 

Miles. 
New York Central, through Canada ..............cceceeceees 1,019 
Erie, via Atlantic @ Great Western... .............. 000. sees - 985 


OSU 6650 cceceseeexscnccenvcecesscceses eee ae 
We will give the figures (and the routes) more cor- 
rectly : 
Miles. 
New bmg Central, Great Western of Canada and Michigan 
QUITE ons cevccccccsencccocenccsoncenscseoeosesccegeoscces ° 
New York Central and Lake Shore & Michigan Southern..... gs 
Erie and Lake Shore & Michigan Southern................... 2 


Erie, Atlantic & Great Western, and Pittsburgh, Fort Wayne 
SS eS 


DE ans 006 sneh62506 6586000-00005000050006600006000000066 
ROD, VER TWURMRRIIOONR, 0.06 .000:000000650059s080000s0000080 00% 911 
Pennsylvania, and ran Handle Line via Allentown........... 938 
Ditto, via Philadelphia.... .............05 peeestehenheedun gies 9 
New York Central, Grand Trunk (Buffalo to Detroit Junction) 

OnE Mich Gam COMstsal.... wocccccscccecscccscccccccccncocsece 982 
Erie, Grand Trunk and Michigan Central. ................ 
Erie, atiantic & Great Western and Lake Shore & Michigan 

Southern 

The distance to Boston by the Boston & Albany, the 
New York Central, the Great Western and the Michigan 
Central is 57 miles further than to New York, or 1,020 
miles; by the Grand Trunk it is 1226 miles to Boston and 
1,115 miles to Portland. To the latter place it is nearly 
as short as any other route, but Portland as yet has not 
a great trade with the West. It is trying hard to grow, 
however, and as one of the instruments is constructing 
railroad lines which will diminish the distance consider- 
ably. If in any way Canada and its cities can be made 
populous and flourishing and a heavy trade instituted 
between them and the West, the Grand Trunk Railway 
will be sure to have a very large traffic, for it affords the 
best connection to nearly all the Canadian cities. 








The Michigan Railroad Bonds. 

Samuel Lord, Cashier of the First National Bank of 
Portsmouth, N. H., has addressed the following letter to 
Wilkins & Co., banker and brokers of Detroit, relative of 
the validity of the bonds issued to railroad companies by 
municipalties of Michigan. 

Gentlemen ;: Yours of the 20th inst has been received, 
advising of the non-payment of Port Huron coupons, 
“ owing to a recent decision of the Supreme Court, de- 
claring unconstitutional the law under which these bonds 
were issued.” 

This bank has had much experience in the purchase 
repudiation, prosecution and recovery of bonds situated 
like the Port Huron. I beg to refer you to 21 Howard's 
Reports, 539, Knox county os. Aspinwall; 1 Wallace’s 
United States Supreme Court Reports, 93, Warren coun- 
ty os. Hackett. Both of these cases were our own. 
Mr. Hackett is our President. We went through years 
of litigation in the United States Courts, incurred great 
expenses, obtained judgments, and recovered our money 
from both counties. nox county was in Indiana and 
Warren county wasin Pennsylvania. The United States 
Supreme Court held that bonds that have passed into 
second or third hands are bills of exchange, and must be 
paid. I hope we shall not have to go into the third 
State. A contest would be hopeless for eye nies f 
expense, without benefit to any of the parties, would 
be the fruit of resistance to payment. Yours, etc. 

Mr. Lord should know , however, that the municipali- 
ties do not refuse payment, but are forbidden to pay by 
the supreme authority of the State. No tax levied for 
the purpose could be collected, consequently we have 
the strange spectacle of a debtor able and willing to pay 
and a creditor demanding payment, and yet an omission 
of payment. It cannot bé called repudiation, nor in- 
ability, but rather “legal paralysis.” 











The Master Mechanics’ Association. 


We are requested by the chairmen of committees of 
the Master Mechanics’ Association to urge the different 
master mechanics to prepare and forward their answers 
to the circulars which have been sent to them by the 
15th of August at the latest. The value of the commit- 
tees’ reports will depend to a great extent on the returns 
made to them by the master mechanics. Conclusions 
drawn from the experience of one-half of the master 
mechanics will not be nearly half so valuable as those 
drawn from the experience of all. But to classify and 
arrange these individual reports and make the proper 
generalizations from them will require much time, and 
the importance of having answers to the circulars is 
scarcely greater than the importance of having them in 
time. 
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Shicago Railroad WMews. 
Lake Shore & Michigan Southern. 

On the 23d instant, the Pacific express on the Lake Shore 
& Michigan Southern Railway left Erie 24 minutes behind 
time. The distance from Erie to Cleveland is 9514 miles, and 
the regular running time three hours and five minutes. There 
were twelve cars on the train, four of them sleeping cars. 
Between Erie and Cleveland four stops were made, and the 
train slacked up fourtimes. Two of the stops were made 
for wood and water. The last two miles into Cleveland were 
necessarily run at a low rate of speed. Yet the train arrived 
in Cleveland on time. As the train was 24 minutes late at 
Erie, and probably the time lost in stops, slacking up, and 
slow speed in entering Cleveland amounted to as much as 20 
minutes, the running time between Erie and Cleveland was 
44 minutes less than the regular time, that is, two hours and 
21 minutes. This is at the rate of 41 miles per hour; and 
when we consider the size of the train, which was almost as 
heavy as a freight train, this speed must be considered as very 
remarkable. The locomotive on this train had cylinders 16 by 
24 and driving-wheels 51¢ feet in diameter. 





Chicago & Northwestern. 

There are several changes of time on the Milwaukee Divis- 
ion. The morning express leaves at 9:45 a. m., instead of 
10:00; the Highland Park passenger at 1:15 p. m., instead of 
1:30. The day express arrives at 4:10 p. m., instead of 4:30 ; 
the Milwaukee mail at 10:10 a. m., instead of 10:15; the 
Evanston accommodation (dinner train) at 1:40, instead of 
1:50 p. m., and the Highland Park passenger at 3:45, instead 
ot 4:00 p. m. 

The old Milwaukee passenger depot, on the southwest cor- 
ner of Kinzie and Canal streets, is no longer used by this 
company, and the Wisconsin passenger depot, just opposite, 
which has been enlarged of late, will be used in its stead. 
The Milwaukee depot is thus left entirely to the Pittsburgh, 
Cincinnati & 8t. Louis trains. 


Chicago & Alton. 

The night express, which leaves this city at 6 o’clock p. m., 
now leaves daily, not omitting Saturday nights, as hereto- 
fore. This affords the only opportunity for going to St. Louis 
Saturday night. Passengers by this train will reach St. Louis 
at 6 p. m. Sunday morning. 

The increase of earnings for the third week of July is very 
large—about 88 per cent.—and with the good crops, now 
almost certain, and war prices for produce, large receipts may 
be expected for many months to come. 





Illinois Central. 
Last Sunday the leaving time of the Champaign passenger 
train was changed from 4:45 to 4:55 p.m. Other trains re- 
main as heretofore. 





Pittsburgh, Fort Wayne & Chicago. 
A party of 250 Mormons arrived in the city from New York 
by this road yesterday morning, on their way to Utah. 
Two new Pullman coaches from the Fort Wayne shops are 
expested in a day or two. They will run on the fast train. 
Passenger business is excellent—better than was ever known 
before at this season. 


Freight Tariffs. 

There can hardly be said to be any rates on westward 
bound freights from New York, as they are changed almost 
daily. Eastward rates remain firm at the figures fixed last 
May. Roads leading westward have had grain shipments 
stimulated by the higher prices of the past two weeks ; but, 
on the other hand, the farmers are so engaged with their 
harvests that they are not able to bring forward their old 
grain as fast as they would like todo. The harvest is some 
weeks earlier than usual, and the prospect is that new grain 
will begin to come in over the Northwestern road by the mid- 
dle of August. If prices continue good, we may expect the 
heaviest August receipts of grain that we have had for years. 








Standard Time. 

An effort is now being made to raise money to purchase the 
apparatus necessary to connect the Dearborn Observatory 
with the City Hall, for the purpose of regulating the city 
time. When this is done, it is proposed to make connections 
with clocks in the various railroad depots, and thus provide 
a uniform standard of time for all the railroads entering the 
city. e 








—The Washington Press of July 19, says that Gabriel 
Armstrong, a sub-contractor on the Chicago & South- 
western Railway, working near Washington, decamped 
with $10,000 cash in his pocket, leaving between four 
and five hundred hands unpaid, and debts amounting} al- 
together, to nearly $25,000. Armstrong was accom- 
panied by John Martin, a contractor under him, John 
Crumbaugh, a foreman, and John M. Holland, Arm- 
strong’s clerk. The clerk carried off the pay rolls, and 
the affair seems to be in every respect a most disgrace- 
ful one. The hands have taken possession of the road, 
and propose to hold it against all claimants until they 
get their pay. Armstrong was from Port Byron, Lili- 
nois, and has borne a good reputation heretofore. 








Burlington & Missourl River, 
The Nebraska Division of this road was completed to 
Lincoln on the 21st inst. 





NEW PUBLICATIONS. 








The New Constitution of the State of Tinois has just been 
published by the Western News Company in a form some- 


| 
| 


| 





manipulation of an air ball at the end of a tube, re- 
corded true cipher characters on the strong strip of 
paper which runs over the small wheels of the receiy- 
ing instrument. This is the kind of telegraphy to 


what similar, but in every respect superior, to the edition is- | Which the Guattari apparatus will probably prove to be 


sued by the State printers. It is well printed with clear hand- 
some type on white paper with the sections and articles so 
separated as to attract the eye readily and make the work 
unusually convenient for reference. 

The price is fixed at twenty-five cents, and copies may be 
secured of the Western News Company or their agencies. 
The provisions concerning corporations and railroads make 
this document one of unusual interest and importance to rail- 
road men. 

Blanchard’s Guide Maps.—Mr. Rufus Blanchard has pub- 
lished a series of cheap guide maps of the Northwestern 
States, with a single State on each map. These maps are the 
most correct we have seen, giving the railroads, especially, 
with great accuracy. They are printed on thin, strong paper, 
and fitted in flexible paper cases, and are sold at the low 
price of 25 cents each. Maps of Illinois, Wisconsin, Minne- 
sota, Iowa, Nebraska, Kansas, Missouri, Indiana, Ohio and 
Michigan are published in this style, and also one of Chicago, 
one of the Western States, and one of the Union Pacific Rail- 
road. The larger map of the Northwestern States, which we 
have heretofore described, is also published in a flexible case 
for 75 cents. 

Chicago in 1823 and 1870.—Look on that picture, then on 
this! Here is Chicago in 1823 as figured on a lithograph let- 
ter-head published by Rufus Blanchard in this city. We have 
an isometric view of the site of the city from a point above 
the lake opposite the main stream of the Chicago River. We 
see the North Branch lost in the distance to the northwest, 
lost in the broad plains and unbroken woods, not a house 
near it, and no mark of civilization save the garrison’s corn- 
field, near where the foot of Ohio street is now. Near the 
mouth of the river is old Fort Dearborn. The only other 
buildings are the houses of the officers, Major Whiting and 
Dr? Wolcott (North State street was called ‘“Wolcott street”’ 
for him until lately), and those of the Indian traders, John 
Kinzie, Jean Baptiste Beaubien, and India Robinson. The 
mouth of the river is nearly opposite Twelfth street, about a 
mile south of the present outlet, a long sand bank forming a 
tongue, separating the lake from the stream. ‘Chicago in 
1870” shows the lake front as it is, and gives a view of the 
harbor, and especially of the new harbor constructed north of 
the old, which will give many even of our own citizens a 
more correct idea of our harbor facilities. The letter-head 
has both these views, and can hardly fail to be very interest- 
ing to strangers to whom it may be sent. 





An Atmospheric Telegraph. 

A novel kind of telegraph, the invention of Signor 
Guattari, an Italian, was submitted to the inspection of 
a party of scientific gentlemen yesterday, at a private 
house in Gloucester street, Warwick square. The in- 
ventor aims at obtaining by the use of atmospheric 
power the same or better results than those attained by 
electric and magunétic forces. To this end he charges a 
reservoir with compressed air, and by the operation of 
valves, worked in the same manner as those in use in 
the ordinary telegraph system, sends pulsations through 
a tube, which pulsations are made to work upon the re- 
ceiving instrument with an effect corresponding with 
that of the electric curreas passed along insulated wires. 
The invention has been so fully recognized by the Royal 
Institution of Naples that they have paid to Signor Gu- 
attari the rare compliment of awarding hima =a medal. 
It is further reported that the system is to be generally 
adopted on board the Italian ships of war for the trans- 
mission of orders from the commanding officer to su- 
bordinate departments. 

At the experiments yesterday there were present the 
Italian Ambassador, Count Maffei, a gentleman from the 
engineering department of the Postal Telegraph, a re- 
presentative of the Kensington Art Department and 
contributors to scientific journals and the general press. 
The working apparatus was all contained ina stand or 
table about eight feet long by five wide and four deep. 
Air pumps worked by a crank are used to charge the 
reservoir. The amount of pressure is shown on a dial. 
The telegraphic instrument is worked by hand iu the or- 
dinary way. A very considerable coil of gutta percha 
tubing, half an inch in diameter and said to be about a 
mile in length, was connected with the instrument at the 
battery and with two other instruments in the room. 
The experiments began by the charging of the reservoir 
to about one-sixteenth of its actual capability—thus 
being, at the same time, a comparatively crude, though 
not unsightly, machine. The method adopted for the 
working of the Guattari, is the Morse or printing cipher 
system. Signor Guattari, at the transmitting end, sent 
through this message: “The apparatus has already 
experimented on the plebiscite.” ‘The words were re- 
corded in cipher at the receiving end, and were read off 
by the gentleman from the post office, who remarked, 
however, that, in two or more instances, the letters had 
run into each other. The same authority found the 
valve at the transmitting end difficult to work, and re- 
quiring a manual pressure of something like seven 
pounds, instead of the mere touch required by 
the regular Morse instruments. In operation on 
it himself he sent through the alphabet cor- 
rectly, and transmitted all the messages he at- 
tempted with accuracy. This was done through a line 
of tubing partly wound round a drum and partly lying 
in an irregular heap on the floor. In actual service 
lead tubes might be used. Experiments were next tried 
on the apparatus for communicating with various parts 
of a ship, and subsequently with what may be called 
the domestic telegraph. In this case Signor Quattari 
dispensed with the rise of the reservoir, and, by mere 


best adapted. In large hotels, in ships of war, in com- 
munication from factories to counting houses, from 
private residences to places of business, and in town 
communication podlondl an the system promises to be ad- 
vantageous. It is independent of foreign aid, is less 
likely to get out of order than wires conducting electric 
currents, and will not be more expensive. For longer 
distances, on regular public lines, the invention would 
probably not apply so well, or work so rapidly, as the 


| present telegraph. The inventor is, however, equally 





sanguine in this as in smaller branches, and claims, not 
without reason, that this apparatus will be less expen- 
sive than electric batteries, and will be less subject to 
the influence of those atmospheric storms whichfsome- 
times put the telegraphic system of a whole country 
out of order. 

Signor Guattari was heartily congratulated on the 
performance of his apparatus. The new telegraph 
certainly: reflects high honor on the inventive genius 
of its originator.—London Telegraph, July 12. 








A Mountain Railroad, 

Mr. H, J. Kerr Porter thus describes in the London 
Times his ascent by the Rigi Railway: “ A wagon laden 
with about a ton and and a half of timber prepared for 
sleepers was ready, and on this twenty-five passengers 
took their seats; and we started, propelled by the engine, 
which is of peculiar construction. In twenty minutes we 
traversed 4,700 feet, and were about 1,170 feet above the 
level of the lake from which we had started; we found 
thirty-three men at work laying down sleepers and rails ; 
the transverse sleepers are 6 inches wide by 4 inches; 
the ordinary rails are bolted to those sleepers, which are 
2 feet apart, and at 6 inches outside the metal rails long- 
itudinal beams 6 inches by 6 inches are bolted to the 
sleepers; in the centre a metal rail is firmly bolted, in 
which there are openings to receive the cogs of the cen- 
tre wheel of the engine, which revolves with the axle, 
the steam power being applied to a cog wheel on each 
side at-equal distance from the ordinary wheels and the 
centre one above described ; the brakes are applied to the 
ordinary wheels, which are like the wheels of any car- 
riage, and are about 2 feet 6 inches in diameter. The 
boiler and furnace are not placed horizontally, as is 
usual, but stand upright, having, while on a level, a con- 
siderable incline forward ; when ascending the mountain 
the boiler is consequently quite perpendicular, and the 
floor of the tender perfectly level—the tender and engine 
being in one, and supported by the four small wheels, 
one of which I have described above.” 








—The Stevens Point Pinery says that the surveying 
party of the Portage, Winnebago & Superior Railroad 
Company returned Thursday of last week, having com- 
pleted their portion of the survey from Stevens Point to 
Lake Superior. The survey is completed to the northeast 
corner of town 40 on the line of range 2, distant one 
hundred and twenty-five miles. From Stevens Point 
the country along the route is first-class, comprising 
magnificent farming, hard wood and pine lands. The 
route is very favorable for the construction of a rail- 
road, the surface of the country being moderately un- 
dulating. 


—This week there was great excitement at Monmouth, 
Warren county, over the reported absconding of Hawes 
& Brewster, contractors on the Rockford, Rock Island & 
St. Louis Railroad. Report says that near Bushnell 
hundreds of laborers and their families were suffering 
for the necessities of life, because of the failure of the 
sub-contractors, under Hawes & Brewster, to pay them 
the wages due for work. Threats of tearing up the 
track of the road, and doing other mischief, were openly 
made. An appeal was made to the Governor who sent 
Adjutant General Dilger to the place. At last the diffi- 
culty was settled by the company, which paid the July 
estimate (the contractors running away with the June 
pay). The laborers holding the road expressed their 
willingness to resume the work in the direct employ of 
the company. 








—A line from Moscow to Smolensk is to be opened fo r 
traffic Aug. 15. No less than sixteen new lines, prin- 
cipally of an industrial and commercial character, have 
been provisionally approved by the Russian Govern- 
ment. The aggregate length of these lines, if they are 
all carried out, will be about 3,000 versts. 





Northern Pacific, 

The first iron for this road left Detroit for Duluth on 
the steamer R G. Coburn on the 25th instant. It carried 
200 tons of first-class rails, manufactured in Pennsyl- 
vania. 





—It is reported that the Vermont Central are to pur- 
chase a large lot of land near their works at St. Albans 
and are to erect large substantial buildings for rolling 
iron. 
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The Late Zerah Colburn. 





The name of Zerah Colburn is so familiar to every 
engineer, and he stood so high in the ranks of the pro- 
fession that the announcement of his death, with the 
peculiarly sad circumstances under which it occurred, 
sent a pang to the hearts of thousands. “Died by his 
own hand,” was a statement which carried to every 
mind a painful realization of an over-worked brain and 
nerves strained to their utmost tension; and that Col- 
burn was in the habit of so over-working himself and 
overstraining his mental faculties, that nature frequently 
refused to respond to his demands and insisted upon re- 
laxation, all his friends are fully aware. But the charge 
of suicide is one which should not be lightly made, and 
we feel that the coroner’s jury that first authorized the 
statement, and the members of the press that have cir- 
culated it, have both been too hasty. Suicide is a difficult 
matter to prove, and unless the evidence is very clear in 
any case, coroner’s juries should hesitate before the 
bring in a verdict that will stamp a man’s memory wit 
odium, and affect the pecuniary interests of his sur- 
viving family. Mr. Colburn’s life was insured for 
a moderate amount, and the verdict of the coroner’s jur 
will have a more powerful influence in throwing difficul- 
ties in the way of its being collected. Any undue haste 
in arriving at > conclusions is, therefore, to be 
deeply deplored. Colburn never spoke after he was 
found, and the mere fact that a man was found shot and 
having a pistol in his hand is no evidence that the fatal 
shot was discharged by himself. In this case there are 
strong grounds for believing that the placing of the pis- 
tol in the hand of the deceased, was a mere ruse on the 
part of some one who wished tw divert attention to a 
more serious crime, and this supposition receives strong 
confirmation from the fact that the pistol was found in 
the left hand of the deceased, while it was well known 
that he was not left-handed. A little reflection will show 
that if he had been shot by another, who desired to hide 
the crime by — the weapon in the dead man’s 
hand, it would not be unnatural for the murderer to 
ylace the pistol in the hand opposite his own right hand. 
fn addition to this very suspicious circumstance, it is 
very well known that Mr. Colburn had a large sum of 
money about him—nearly seven thousand dollars—of 
which no trace has been discovered. On the whole, we 
are inclined to believe that the evidence that he commit- 
ted suicide is not by any means conclusive, but very 
strong grounds exist for believing that he was murdered 
by some one who desired to obtain possession of the 
large sum of money that he was known to have about 
his person.— The Technologist. 








The Great Omaha Bridge. 


We yesterday visited the bridge site for the purpose 
of taking notes of the progress that is being made on | 
this gigantic structure. 

The work is being carried on under the immediate 
supervision of T. E. Sickles Esq., Chief Engineer of the 
Union Pacific Railroad, assisted by an able corps of ex- 
perienced engineers and mechanics. 

The supervision and inspection of machinery, etc., 
necessary to carry on the work is under the eye of Fred. 
E. Sickles, Esq., a very able and practical mechanical 
engineer. The setting up of the engines and care of the 
motive power is in the hands of John Smith, Esq., who 
has earned the reputation of being a first-class machinist 
and a hard worker. 

The wood work necessary to place the machinery in 
position, consisting of immense derricks firmly seated on 
two half barges, cut in two and made strong for this 
purpose, is carried on under the efficient management of 
Mr. Charles A. Hayes, a practical ship carpenter, and so 
far has constituted no small part of the beginning of the 
end. We found two of these derrick barges on the west 
bank, nearly in readiness for final machinery, and were 
told they will be towed to position in the middle of the 
river, firmly anchored, and the work of sinking columns 
on two or more pier sites begun in a day or two. 

The Metamora is being overhauled, and will be used 
by the company as a towboat, commanded by Captain 
Davidson. 

The thimble tubes are 10 feet long and 84¢ feet in di- 
ameter, 294 inches thick, and weigh 18,000 pounds each. 
Yet a system of snatch-blocks places one of them on a 
narrow gauge platform car, made for the purpose, and is 
pushed to the pier site on a temporary track, hoisted to 
position and held by means of a combination of blocks, 
tackle, etc., attached to the large derrick, firmly bolted 
to the top of the tube or column last sunk, the air lock 
replaced on top, and the work of sinking is resumed. 

The pneumatic system of sinking these columns is, to 
most people, a very novel process, interesting to witness, 
and deserving close attention and study. Space will 
permit but a brief description. 

Asmallengine forces air down into the column, 
through an inner pipe, the only escape being under the 
bottom edge of the tube while it is being sunk, the air 
thus excluding the water, which would otherwise fill the 
column and prevent the men from working; this part of 
the process being analagous to that experienced in ope- 
rating a diving bell. 

The sand and clay are excavated by the men, and 
hoisted oat by a separate hoisting engine through the 
air lock, the weight of the column sinking itself gradu- 
ally as the earth is recovered, and being kept in place by 
means of nicely adjusted pulleys. 

The column near the east bank now being sunk, has 
been put down at the rate of twelve feet per day, and, 
at one time it was sunk ten feet in an hour. 

While the work of sinking is being carried on, the 
men whose business it is to remain on the inside are 
obliged to work under a pressure of from one to forty 
pounds per square inch, varying according to depth of 
column, experiencing no inconvenience after becoming 
accustomed to it. It has demonstrated that strictly tem 
perate men are able to work under a greater atmospheric 
pressure than men addicted to drink, and where acci- 
dents have occurred in other places they have been 
traced to this fact. 





A regular system of telegraphing is carried on be- 
tween the workmen in the column and the foremen on 
the outside, for the purpose of giving orders and pre- 
venting accidents. 

A table is furnished the engineer to guide him re- 
garding the number of pounds of air to be forced at 
certain depths, and the greatest care is taken that no 
more is forced in than the workmen can bear. 

The work is progressing as fast as brains, muscle, and 
money can push it, and, if necessary, one year from to- 
day trains will be crossing one of the finest structures 
on this continent. 

The modus operandi of sinking the tubes or caissons is 
under the immediate management of George Miller, 
Esq., who has had‘ large experience in this kind of 
work. He was selected by Mr. Sickles, having occupied 
a similar position under Mr. 8. during the construction 
of the Harlem bridge, and he may well be proud of the 
record that, during all the time he had charge there 
(five years) not an accident happened to life or limb, and 
under his watchful care and scientific management of 
such heavy and cumbrous material as is of necessity 
brought into requisition, no accident to employes can 
“— or is anticipated. 

he east bank of the river at the bridge site presents 
a novel spectacle, and the first questions are: “ What 
are those huge thimbles for?” ‘How are they moved?” 
“How do you fasten them together?” &. Very brief 
questions, but requiring a column to properly answer 
either of aemn.—Suahe Herald. 








The New York Elevated Railroad. 





The West Side Elevated Railroad, extending from the 
Battery, at its lower terminus, to Thirtieth street, along 
the line of Greenwich street and Ninth avenue, has 
been opened to business long enough to enable the pub- 
lic to arrive at very correct ideas concerning it, and, as 
far as we have been able to learn from inquiry and ob- 
servation, the voice of public opinion has long since pro- 
nounced it a failure. So far, it has secured considerable 
patronage, during the semi-occasional intervals between 
break-downs and accidents in which it has been possible 
to run cars; but there is nothing to indicate that it can 
ever be made a financial success, since but few of those 
who pass over it once are well enough satisfied with 
their experiences as to care to repeat them. Considered 
simply as an experiment in engineering, there is noth 
ing in the structure or the operation of the propelling 
machinery to enable an impartial and disinterested critic 
to pronounce it a success; since it is constructed with 
but little apparent regard for scientific or mechanical 
principles; and although it has been found possible to 
dispatch cars back and forth over the track, the road, as 
far as completed, does not realize in any sense the ex- 
pectations of those who have furnished the money ex- 
pended upon its construction. The method of propel- 
ling the cars by means of a succession of endless wire 
cables is not a success in any respect, as the motion is 
uneven and disagreeable, and the gradual loss of im- 
petus in passing over the bridges between the sections, 
necessitates a succession of sollen and unexpected jerks 
as the tracks attached to the cables come in contact with 
the spring affixed to the under part of the car. The 
worst feature of the road, however, is the weakness of 
the structure, sustained by single posts, and possessing 
no side braces or supports to overcome the lateral motion 
of the heavy cars balanced upon the spreading arms that 
hold the tracks. These defects should have been dis- 
covered before a hundred feet of the road had been built, 
if not sooner, and we are somewhat surprised that the 
plan upon which it is built was not long since abandoned 
as impracticable. From personal experience, we are 
forced to the conclusion that it is neither safe, rapid, nor 
pleasant ; and when it shall have ceased to be a novelty, 
there is but little reason to believe that it will command 
more than a very limited patronage. But even if it were 
a success in all respects, it could not carry passengers 
enough to make the enterprise a profitable one, since the 
traffic over the single track is necessarily limited. We 
regret our inability to speak more favorably of the road, 
but a due regard for candor compels us to say that it 
does not meet in any essentiai particular, the expecta- 
tions or requirements of the traveling public. t can 
not be denied that we need better and more rapid facili- 
ties of transit within the limits of the city than are af- 
forded by the surface roads and omnibus ome but some 
thing different from the elevated railroad is needed ; and, 
for the sake of those who may be induced to furnish the 
capital needed to complete the work, we hope the com- 
pany will not carry out their original intention of ex- 
tending the road beyond Thirtieth street.—Jron Age. 








The English Erie Shares. 


Mr. W. A. Michael, Secretary of Erie Shareholders’ 
Protection Committee, has sent the following letter to 
the London Zimes : 


I am desired by the Erie Committee to state for your 
information the facts respecting the seizure at New York 
of 60,056 shares of the Erie Railway Company, belong- 
ing to foreign stockholders. 

It is necessary before the Erie share certificates can be 
recognized as genuine and transferred in New York that 
they should be registered by the Farmers’ Trust and 
Loan Company. large portion of the certificates sent 
out by the Committee were not so registered, havin 
been issued prior to the regulation of the New Yor 
Stock Exchange requiring such registration. 

Mr. Burt, in view of his return to England, and the 
posgible reopening of the transfer books during his 
absence, thought it advisable to have this stock properly 
verified and registered by the Farmers’ Trust Company, 
and some 10,000 shares were, in the first instance, sent 
in for that purpose, which were properly registered and 
returned. Thereupon the remaining 60,056 shares were 
sent in for the same pu , as is proved by the receipt 

iven for them. An davit was then made, stating 

lsely that the shares had been sent in for transfer, in 





‘ 








contravention of the injunction previously granted, and 
thereupon Judge Barnard issued an injunction restrain- 
ing the Company from returning these shares. The 
injustice was, however, so gross, that on the committees’ 
application this injunction was set aside by Judge Bar- 
nard himself: but in the meanwhile it appears a new 
suit had been filed by the Erie Railway Company and 
others against the committee, bringing against them a 
mass of false accusations, and claiming from them $5,000,- 
000 damages. On this, which was supported by an 
affidavit of Mr. James Fisk, Jr., repeating the ‘false 
statement as to the attempted transfer of the shares, 
Judge Barnard immediately issued a fresh injunction, 
and appointed one Mr. James H. Coleman a Receiver to 
take charge of the stock pending the progress of the 
suit, with orders to him to have the stock transferred 
into his own name, as such Receiver, on the books of 
the Company, to take possession of the subscriptions 
received by the committees, &e. 

1 need hardly say that proper measures have been 
taken for the carrying on of the committee's action, 
by thoroughly competent parties during Mr. Burt's 
absence. 

The committee trust that you will kindly give publi- 
cation to this statement, with such comment as the 
wrong done to English interests may warrant. I re- 
main, sir, yours truly. 








Legalizing Michigan Railroad Bonds. 


In accordance with a call of Governor Baldwin, the 
Legislature of Michigan commenced a special session on 
the 27th instant, to consider the propriety of submitting 
to the people certain amendments to the constitution. 
The following is the summary of the Governor’s mes- 
sage : 

It commences with a summing up of the legislative 
executive and judicial powers of the Goverument, and 
the duties of each, with a statement that the ultimate 
sovereignty belongs to the people, and that changes in 
the fundamental law should be made wnen doubt exists 
as to the construction of important provisions, when 
alteration is manifestly necessary, or when a grievous 
wrong may be obviated thereby. The railroad aid leg- 
islation of the past ten years was then briefly summar- 
ized, and the fact shown that of the amount voted, 
$1,656,000 in the hands now of third parties, is mostly 
held by people of moderate means. These bonds are as 
follows: Issued under the enabling acts of 1863 and 
1864, $858,600; acts of 1865, $312,700; act of 1867, $28,- 
000 ; act of 1869, $447,000. Of these bonds, none now 
can be legally paid, as even if the munieipality issuin 
desired to do so, no tax for their payment would be on 
lectable. 

The message then shows that these laws have been of 
long standing; that in twenty-two other States their 
constitutionality has been affirmed ; that Congress makes 
grants in aid of railroads, etc., all showing that the peo- 
ple were entitled to believe that these bonds were valid 
securities, and then figures that the good faith and our 
State credit requires some provision for their payment. 

The message then recommends the submission in No- 
vember of all amendments that will allow municipali- 
ties to ratify all bonds issued and delivered to parties in 
good faith. 

The message next considers the bonds still in the 
hands of the State Treasurer, of which there are two 
classes: First, those voted to roads on which work has 
becn done to earn them; second, those yoted to roads 
simply projected. These amount to $3,710,875.80, and 
the message says it is werthy of consideration whether 
good faith does not require a provision for the first class 
of these bonds; also, as to the matter of future aid. The 
message questions the soundness of the general princi- 
ples thereof, and adds: “I have serious doubts as to the 
propriety of its further — ;” but leaves the mat- 
ter to the Legislature. The message then closes with 
expressions of confidence in the wisdom of the Legisla- 
ture. 

The document was then referred in the Senate to a 
committee consisting of Senators Williams, Norris, Boles, 
Mason, Fitzgerald, T. G. Smith, and Rich ; in the House, 
to a committee consisting of Messrs. Mead, Slayton, 
Huston, Plimpton, Kingsley, R. B. Smith, Bartrick, Tul- 
ler, Hurlbut, Reford, Lee, and Eaton. 











Telegraph Mistakes. 





Telegraph mistakes are unavoidable, doubtless, at all 
times. The wonder is that operators do not make more 
than they do, apparently, but their errors and mistakes 
are generally more provoking than pleasing or amusing. 
It was not so in an instance which recently came to our 
knowledge. A well known citizen of Albion, N. Y., has 
a daughter married and residing in New York, with 
whom a sister has been spending the past winter. This 

oung lady was expected home one day last week, when 
te father received a letter from his son in law, desirin 
that she might remain a while longer so that his wife 
could accompany him to Washington and_ elsewhere, 
and requesting an answer by telegraph. Whereupon 
the father sent the following dispatch: “Fannie will 
stay and Mary go. All right.” he message when re- 
ceived in New York, read: “ Fanny will stay and waesy 
George. All right.” The father soon received the fol- 
lowing note from the daughter: “Is George at your 
end of the line; if so how long shall I wait for him? 
Your consent to my union with him received this morn- 
ing.” Shvuld George, perchance, have put in an ap- 
pearance when he learned how willing the dear one was, 
and her father, too, how happy he would have been.— 
Journal of the Telegraph. 


Baltimore, Pittsburgh & Western. 

People in towns on the line of this proposed road are 
holding enthusiastic meetings and making liberal stock 
subscriptions to this road which is to be the Baltimore & 
Ohio’s Chicago line. 
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The Tracy Interest. 


The last week in Leavenworth was 
marked with unusual activity in railway 
and bridge circles. Friday and Saturday 
the directors of the Kansas & Missouri 
Bridge Company were in conference with 
Mr. Winston, President of the Chicago 
& Southwestern Railroad, and the imme- 
diate representative of Mr. Tracy, which 
latter gentleman is the head and front of 
an extensive railway combination in the 
North and West. Some weeks ago we 
referred to negotiations, then in pro- 
gress, between the bridge company and 
the Chicago & Southwestern Railroad, 
and ventured to advise the stockholders of 
the Leavenworth Bridge to ally them- 
selves with the Tracy interest. We be- 
lieve now that the conference is ended 
and measures looking to the early com- 
pletion of the bridge have been arranged 
to the entire satisfaction of both parties 
and to the ultimate good of the metropo- 
lis of Kansas. Mr. Tracy agreeds to pro- 
vide the requisite funds for finishing the 
work on the bridge, after the bridge com- 
pany have demonstrated that the plan 
upon which the bridge is being built is 
successful. The evidence of success 
demanded, is for the bridge company 
to place the piers in position, and the 
opinion of the engineers that the foun- 
dation is practicable. Then if the plan 
is deemed successful, the Tracy interest 
agrees to furnish money for the erection 
of the superstructure. Mr. Boomer, the 
contractor, is confident that withia two 
months the piers will be resting on the 
rock bottom under the Missouri river, and 
will stand the test of the most experi- 
enced and skiliful engineers. 

A railway to Topeka was also consid 
ered at the meeting, and it is asserted 
that an offer was made to cash the bonds 
of the Topeka & Santa Fe Railroad for 
anamount necessary to build the road 
from Topeka to Leavenworth. The propo- 
sition will be submitted to the Atchison, 
Topeka & Santa Fe Railroad Company 
within a few days. It is believed there is 
no provision in the charter or land grant 
of the Atchison, Topeka & Santa Fe 
Railroad compelling the company to build 
the road to Atchison.—- Leavenworth Bul- 
letin. 








The American Institute of Civil 
gineering. 


En- 


The second annual convention of the 
American institute of Civil Engineering 
was held on Wednesday, June 15th in 
New York city. The present officers are : 
Alfred W. Craven, President; A. P. Bol- 
ler, Seeretary; and James O. Morse, 
Treasurer. Over fifty geutlemen were 
preseni—among them, General Barnard, 
Colonel Adams, of Brooklyn, Horatio 
Allen, J. D. Steel, of Pennsylvania; W. J. 
McAlpine, and W. E. Worthen. After 
some ordinary business had been disposed 
of, the President reviewed the immense 
strides the Institute had made within the 
last three years. Established in 1852, it 
struggled for a few years in spite of draw- 
backs, till it died a natural death in 1856. 
In 1867, a dozen of the old members reor- 
ganized it on a new basis, and since then 
its progress has been remarkable—179 
members are now on the roll, and com- 
prise nearly every engine of note in the 
State; its library is so extensive that the 
bookeases will not hold the works, while 
the papers read are of great importance, 
and their publications are sought after by 
every kindred society here and in Europe. 
There are fifty-two subscribers to the fel- 
lowship. Mr. F. C. Lowthorp made a 
long address on the “Use of Cast and 
Wrought Iron in bridge Construction.” 
and exhibited a diagram of one built by 
him in 1856, and which was the first of the 
kind erected in America and is now stand- 
ing as solidly as when first built. Mr. J. 
W. Dutton Steel made some remarks on 
the “ Use of Compressed Air as a Motor,” 
and was of opinion that compressed air 
would eventually take an important place 
asa motor. It has been tried in mines in 
England with such success that one hun- 
dred miles of shaft are already under con- 
struction, and he trusted that its use as a 
motor in underground traffic would soon 
be considered seriously, Its advantage 
over steam is under certain conditions in- 
calculable. 

= 








—— 
—Coroner Burns, of Jersey City, has 
issued the capias against Samuel 


Shock, Superintendent of the Morris 


& Essex Railroad, and John UL. 
Morford, the Train Dispatcher, for 


their appearance before him to answer 
why they should not be committed for 
contempt in refusing to be present at the 
inquest touching the death of Patrick Re- 
gan, who was run over at the Bergen 
Tunnel some time ago. These gentlemen 





having peremptorily refused furnishing 
the coroner with the names of the conduc- 
tor and engineer of the train which killed 
the man, they were subpenied to be pres- 
ent at the inquest, but declined doing so. 
They say they have acted by advice of 
their lawyer, since Dr. Dodd, the County 
Physician of Essex county, had viewed 
the body, and given a permit for burial 
before Coroner Burns claimed the right to 
dispose of the remains, as the accident 
happened within his jurisdiction, and al- 
though the body was conveyed to New- 
ark. Coroner Burns desires to investi- 
gate the cause of the death of Ryan, be- 
cause he believes he was allowed to bleed 
to death by being brought to Newark in- 
stead of Jersey City. The Morris & Es- 
sex Railroad authorities say Dr. Dodd 
certified death resulted from concussion 
of the brain.—WNew York Standard. 


— 








—The Roane Iron Company, of Chat 
tanooga, Tenn., has commenced the man- 
ufacture of rails. 





ANTED.—By a first class Varnieh hoase in 
New York, a Railroad man, to travel and se)! 
their goods to Kai r.ad Companies. Toa first 
rate man a good opporiunity is offered. Add ess 
pg full purticalacs, P. O. Box 3373 New York 
ity. 


PATENT GRAVITATING 


Railroad Frog 
FOR SALE: 


Theentire Right of HICK MAN®S PAT- 
ENT GRAVITATING BRalILRO0OAD 
® ROG for the United States. A mode! may be 
seen and circulars obtained at 





Room 3, Farwell Hall, 


Here isachance for some man, as the patent 
must be sold immediately. 





THE BEST 


FIRE PROOF SAFE 


IN THE WORLD, 





Is now Manufactured 


IN CHICAGO, 


-BY- 


HERRING & 00, 


40 State STREET. 


The Best Bankers’ Safe 


IN THE WORLD, 
Is Manufacturedin Chicago by Herring & Co. 








The above Bankers’ Safes are lined with the 
Urystalized (or Franklinite) Iron—the only metal 
which cannot be drilled by a Burglar. 

HERRING & CO., 46 State St. 
Manufactory :—Corner 14th St. and Indiana Ave. 


Hstablished 1852. 


CLEVELAND FILE WOR KS 
CLEVELAND, OHIO. 

All descriptions of Files Manufactured and Re- 
cut. Also, dealers in Best English Cast Toot 
Steel. Orders solicited and satisfaction guaran- 
teed. JOIN PARKIN, Prop’r. 











| 
| 


| 


Baldwin Locomotive Works. 


HARRISBURC 


CAR MANUFACTURING (0,, 


Harrisburg, Pennsylvania, 


MANUFACTURE 
Passenger, Mail, 
Baggage, Box, 
Gondola, Coal, 


AND ALL OTHER KINDS OF 


RAILROAD CARS! 


Railroad Car Wheels & Castings, 
Bridge & Rolling Mill Castings, 
Bridge Rods, Bolts, 


—AND— 


RAILROAD FORGINGS! 


W. T. Hitprup, Superintendent. 
WriuuiaM CoLpEr, President. 


HARRISBURC 


Foundry and Machine Works | 


(Branch of Harrisburg Car Mfg Co.,) 
Harrisburg, - - Pennsylvania. 


MANUFACTURERS OF 


MACHINISTS’ TOOLS! 


-—- SUCH AS — 
LATHES, PLANNERS, 
Shaping and Slotting Machines, 
Bolt Cutting & Nut Tap- 
Ping Machines, &c. 

W. T. Hinprup, 7reasurer. 











WM. U. THWING, 
PATTERN 


—AND-—— 


Model Maker ! 


Calhoun Place, Rear of No. 120 Dear- 
born Street, Chicago, Third Floor, 








Employing none but the best workmen, and hav- 
ing superior facilities, I am prepared to do the best 
work (using the best materials) at low figures, and 
guarantee satisfaction. Patent Office Models a 
specialty. 


RUFUS BLANGHARD, 


146 Lake St., Chicago, 
Has Issued aNEW STYLE of 


MAPS! 


IN FLEXIBLE CASES, 


* 


Which are both cheap and convenient. The follow 
ing States are now ready: L[llinois, lowa, Missouri, 
Kansas, Nebraska, Minnesota, Wisconsin, Indiana, 
Michigan and Ohio. Mailable on receipt of 25 
cents. They show the counties, towns and rail- 
roads and are fine specimens of workmanship. 

















NE. BAIRD & CO., Philadelphia, 


MANUFACTURERS OF 


Locomotive Engines, 


BESPRCIALLY ADAPTED 10 EVERY VARIBTY OF RAILROAD SERVICE, 


The Economical Use of Wood, Coke, Bituminous and 
Anthracite Coal as Fuel. 





ALL WORK ACCURATELY FITTED TO GAUGES, AND THOR- 
OUGHLY INTERCHANGEABLE. 





Plan, Materials, Workmanship, Finish and Efficiency, Fully Guaranteed. 


M. BAIRD. 
GEO. BURNHAM. 


CHAS. T. PARRY. 
EDW’D H. WILLIAMS. 


WM. P. HENSZEY. 
EDW’D LONGSTRETH. 


TO ADVERTISERS, 





THE BEST MEDIUMS 


OF GENERAL 


Western Circulation ! 


KELLOGE’S LIST, 


CONTAINING 


250 Country Papers. 


OF THESE, THERE ARE ABOUT 


a 
7O in Illinois. 

50 “* Indiana and Michigan. 
45 “ Iowa and Missouri. 
45 “ Wisconsin and Minn, 
40 “ Ohio and other States. 


Terms of Advertising, 


$2.50 per Line, 


WITH A LIBERAL 


Discount to Heavy Advertisers, 


THIS 15 BY FAR 


The Cheapest Advertising 


EVER OFFERED. 





Advertisements received only for the entire list, 


or for our sub-lists of about eighty-five papers 
each, at $1.00 per line. 


Parties desiring extensive Advertising in the 
West and Northwest, are invited to avail themselve 
of the unusual facilities of the undersigned for in- 


erting advertisements in TWO HUNDRED AND 
FIFTY 


LEADING COUNTY PAPERS, 


For further particulars, call upon or address the 
proprietor of this paper, 


A.N. KELLOGG, 


99 & 101 Washington St., 





CHICAGO, ILL. 


oo 


— 


Irene, 


— 


Proton 
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ital Insurance Go., 


OF 


- 





— MAAS WANE > 


CHICAGO. 








& 


ABAUER ARGUES 


———— 


Organized May 1st, 1865. 





Assets, May |, 1870, ie 


- = = $403,282.91 

Unincumbered Real Estate, - - - = 170,549.88 

Receipts since Organization, - - - = 583,964.31 

Losses Paid, - * * * *= © = » 219,041.52 
DIRDCTORS. 


J. F. ARMOUR, 
WM. V. KAY, 


T. H. SEYMOUR, H. SPRUANCE, 


JOHN E. CHAPMAN, 
E. F. LAWRENCE, 


JOHN C. DORE, 
L. B. SIDWAY, 
H. SPRAGUE. 





[WM. V. KAY, Vice-President. 


OFFICERS. 
JOHN C. DORE, President. 
JOHN E. CHAPMAN, Treasurer. 


J. FARMER, Secretary. 


OFFICE IN COMPANY'S BUILDING, 162 WASHINGTON ST, 


CHICAGO, ILLINOIS. 





UNION TRUST CO., 


OF NEW cw YORK. 


No. 73 Broadway, | cor. Rector St. 
Capital, - - 1,000,000. 
[All paid in and securely invested.] 


INTEREST ALLOWED ON DEPOSITS, which 

=_> drawn at any time. 

is Company is by law and by the order of the 
Supreme Court made a legal depository of money. 
It will act as Receiver in cases of li'igation, take 
charge of, and guarantee the safe keeping of all 
kinds of Securities, and collect coupons and 
interest thereon. 

It ie authorized by law to accept and execute all 
TRUsTs of every description, in reference to both 
real and personal property committed to them by 
any person or corporation, or transterred to them 
by order of any of the Courts of Record, or by any 


urrogate. 

It is especially authorized to act as Kegister and 
Transfer ent and as Trustee for the purpose of 
issuing, registering or countersigning the certifii- 
cates of — Ly or other evidences of debt of 
any corpora association, municipality, State 
or public my and will te coupons and divi- 
dends on such terms as may xed upon. 

In giving special prominence to this department 
«tite business, attention is particularly called to 
che paramount advantage~ of employing this com- 
PANY in the capacity Of AGENT, TRUSTEE, RECEIVER 
Or TREASURER, in preference to the a SS ot 
INDIVIDUALS. A guarantee capital of ONE MILLION 
DOLLARS specially invested ty requirement of its 
charter, and a perpetual eucces+ion ; a central and 
— nt place oa business, where business can 

transacted daily, without disappointment or 
delay: its operations directed and controlled by a 
responsible Board of Trustees; and its entire man- 
agement also under the supervision of the Supreme 
Court and the Comptroller of the State 

Permanency, Constant and Responsible Super- 
vision, Guaranteed Security and Business Conven- 

ience and Facilities, may therefore be strongly 
urged IN ITs FAVOR on the one hand, against the 
Uncertainty of Lite, the Fluctuations of Business, 
Individual Re-ponsibility and General Inconven- 
ience on the other. 
ISAAC H, FROTHINGHAMN, President, 
AUGUSTUS SCHELL. | Vico prostdents. 
TR am KES. 
A. A. LOW. HN V. L. PRUYN, 
HORACE F. CLARK, BEND H. = 
DAVID HOADLEY, M. McLA 
EDWARD B. WESLEY, Ww WHiTEW KGuT, Jr. 
GEO. G@ WILLIAMS, = RY STOKE: 
J. B. JOHNSON, HENRY E. DaV 1kS, 
GEO. B. CARHART. SAMUKL WILLETS. 
PETER B_SWEENEY, CORNELIUS D. ’OOD, 
JAS M. WATERBURY, 8 B. CHITTENDEN, 
FREEMAN CLARK, DANIKL C. HOW ELL, 
AMASA J. PA RKER, GEOKGE W. ee 
HENRY A. KENT, JAMEs FORSYTH, 
WILLIAM F. RUSSELL, R. J. DILLON, 
T. FAIRCHILD. 
CHARLES T. CA RLTON, Secretary. 


The Mercantile Agency. 








R. G. DUN & CO.’S 
Reference Book! 


For the Semi- \cnual Term, commencing July ist. 


It contains the names and business of individual 
traders and firms throughout the States 
and Territories, Canada and Nova 
Scotia, with their 
CAPITAL, CREDIT AND STANDING 
In the communities where they reside, revised by 


theirown Exclusive Agents and Correspondents, 
upon fresh detailed reports. 


Several Thousand New Names 


Have been added since the last volume, and a vast 
number of changes made in old quotations. 


Names no longer in Business have 
en Dropped. 


Tue REFeRENcE Book yr! be seen at the office 
in New York and the other cities, and with 


Claims for Collection 


eee attended to throughout the United 
tes and the British Provinces. 

The aim of the Publishers has been to —— a 
Standard Reference Book upon which dispensers 
of credit may rely with confidence in its freedom 
from inflations or exaggerations. The tendency 
has been to moderate rather than over-estimate. 
They have endeavored to gears as 5 oI emproper 
nfluence in all directions. COM?’ 


List of National Banks, 


With their Capital and Officers appointed. 


This Agency was established in 1841, | 
experience, enlarged facilities, and the faithfu 
performance of its work, combine to make it 


THE STANDARD AGENCY. 


R. G. DUN & CO. 


OFFICE: 


101 & 103 Wabash Ave., 


CHICAGO, _ _ ILLINOIS, 


ALEX. ARMSTRONG, Manager. 
Manager of the Pittsburgh Branch trom 1854 to 1856 








H.V.& H.W. Poor, 


IRON AND STEEL RAILS. 


FOREIGN AND DOMESTIC: 





Sole Agents in the United States of the 


RAILWAY STEEL & PLANT €0. 


OF MANCHESTER, ENG. 


Bonds Negotiated. 


All business connected with Railroads. 








No. = SROASwAe, SEY YORK. 
IRON AND BRASS CASTINGS 
Murray Iron Works Company, 


BURLINGTON, LOWA, 
Castings in Iron, Brass, Gun and Beli metals, of 
every description, in green or dry eand or loam, 
with or without Patterns. Especial attention to 


Car Brasses, Babbit Metal, 
and Lecomotive Bellis, 
Sole Agents for 


WATERS PATENT LIME EXTRACTING HEATER, 


— AND — 

Bartlett’s Pat. Automatic Lubricating Sleeve. 
C. L. RICE, Presipenr. 
SAM’LR. BARTLETT, + Sec. ana Treas. ? 


THE 


EQUITABLE 


INSURANCE COMPANY. 


Oriental Building, 


120 La Salle St. 


CHICAGO. 


Capital, $200,000. 


SAMUEL HOARD, PResipEnt. 
IRA Y. MUNN, Vice Pres’r. 
W. M. EGAN, TREASURER. 

O. W. BARRETT, SmoReETARY. 





AMERICAN 


Hand Stamp aud Patent Company. 


Manufacturers, Agents and Dealers in 


Hand Stamps, Notary’s Seals, 
Burning Brands, Baggage Checks, 
Stencil Cards, Plates, 
Inked Ribbons in any Size, 
Manufacturers of 
Secor’s Patent Pen Racks, Embossing Seals, with 


Changeable Date, Secor’s Patent Writing 
and Shipping Ink im all Colors, 


Secor’s Repeating Livhts, 
IXL Draw Lights, IXL Lanterns, 
Sewing Machine Castors, for all Machines, 
Secor’s Patent Magic Star Pad Ink, 
in all Colors. Also, dealers in 


PORTABLE PATENTS, 


OF ALL KINDS. 


Office, 139 Madison St., Room 55. 


W. P. JORDAN, Pres. L. A. MARTIN, Sec, 
GEO. EB. 8. SECOR, Treas. and Gen. Supt. 
2” Agents wanted in every city or town. 
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MOORE 


my Elastic Car Wheel Co. 


OF NEW JERSEY. 


Proprietors of 


MOORE’S PATENT 


FOR THE MANUFACTUKE OF 


) ELASTIC CAR WHEELS. 


FOR PASSENGER AND SLEEPING COACHES. 


Noiseless, Safe, Durable and Economical. 


‘e \ 
6 
Also, Manufacturers of 


cm WHEELS OF EVERY DESCRIPTION. 


HH. W. MOORE, President. 
JAS. K. FROTHIN GHAM, Secretary. 
F. W. BLOODGOOD, Treasurer. 





— 


Ny Works, cor. Green and Wayne Sts. JERSEY CITY, N.J 


=i : = P.O. Address Box 129, Jersey City, N.J 
LEBANON MANUFACTURING COMPANY, 


LEBANON, PENNSYLVANIA, 


IS PREPARED TO BUILD AT SHORT NOTICE, 


HOUSE, GONDOLA, COAL, ORF, 


And all other Kinds of 


CARS! 
Also, IRON and Every Description of CAR CASTINGS Made to Order. 


DR. C. D. GLONINGER, President. 








J.M GETTEL, eit, 


OMNIBUSES 


—_— --O re 













To Tl 
, i = 


EVERY STYLE! 


ELEGANT — 
HUSSEY, WELLS & CoO., 


MANUFACTURERS OF ALL DESCRIPTIONS OF} 


CAST STEE 1: ! 


BEST REFINED STEEL FOR EDCE TOOLS. 


Particular attention paid to the Manufacture of 


Steel for Railroad Supplies. 











HOoOMOoGENBHOoUsSsS PLATES, 
For Locomotive Boilers and Fire Boxes. 


Smoke Stack Steel, Cast Steel Forgings, 


FOR CRANK PINS, CAR AXLES, &C. 


Also Manufacturers of the Celebrated Brand, 


“ Hussey, Wells & Co, Cast Spring Steel,” 


® For Elliptic Springs for Railway Cars and Locomotives. <j 


Office and Works, 


BRANCH WAREHOUSES : 


88 MICHIGAN AVENUE, CHICAGO. 
139 & 141 Federal St. Boston.| 80 Gold St., - - - New York. 





‘| DANVILLE, 


Pittsburgh, Pa.) 


TAYLOR BROTHERS & CO. 


CAST STEEL LOCOMOTIVE TYRES, 
Best Yorkshire Bar Iron 


—— AND -—— 


BOILER PLATES. 


This Iron is uneqnaled for strength and durability, sound. 
ness and uniformity It is capable of receiving the highes st 
finish, which renders it peculiarly adapted to the manufacture 
of Locomotive and Gun Parts, Cotton and other Machinery, 
Chin Bolts, &c. 





PON 


Neo. 10 OLIVER 
STREET, 





Sole hamnee for the United States and Canadas, 


The National Iron Co. 


[Successor to Wm. Hancock, Rough and Ready Iron Works,] 
EBSTABLISHED 1847. 
PENNSYIAVANIA. 


MANUFACTURER OF 


RAILROAD IRON, 


RAILROAD CHAIRS, SPLICE BARS AND BOLTS, FROGS, SWITCH RODS, a AND 
LEVERS, HOOKHEAD AND COUNTERSUNK HEAD SPIKES, BRIDGE ‘AND CAR 
OLTS, ROLLS AND ROLLING MILL MACHINERY, BLAST FURNACE 
CASTINGS AND MACHINERY, STEAM ENGINES AND BOIL ERS, 

IRON AND BRASS CASTINGS. ENGINE AND 
MACHINE WORK, STEAM & WATER 

FITTINGS, &c., &c. 
wm. Pe thy 





BENJ,. J. 
e Gen. Manager, 


| 
| 
| 
| 
| 
| 


WELCH, Sec., Treas, and BRINCK, Vice-President, 401 
Danville, Pa Walnut St., Philadelphia, 








LCL 





\ 


MANUFACTURERS 


Superior Cast Steel Files. 


LANCASTER, PA. 


Union Car Spring Mfg bo. 


OF 








Sole Proprietors of th 





Wool-Packed Spiral. Hebbard. 


HEBBARD CAR SPRING! 
Offices: No. 4 Dey St., New York, and 19 Wells St., Chicago. 


FACTORIES : JERSEY CITY, N. J., is SPRINGFIELD, mans. 














Vose, | Dinsmore & Co.,. 
NATIONAL SPRING WORKS, 


MANUFACTURERS OF 





Volute Buffer Spring. Group Rubber Center Spiral Spring. 


VOLUTE BUFFER, INDIA RUBBER, RUBBER 
CENTRE SPIRAL, COMPOUND SPIRAL, 


AND OTHER 


RAILWAY CAR SPRINCS. 


No. 1 Barclay St., NEW YORK. | No. 15 La Salle St.. CHICAGO. 


WORKS ON 129th AND 130th STREETS. NEW YORK. 








Bish 


fone 
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GENERAL FREIGHT DEPARTMENT. | 


The Illinois Central Railroad 


ARE PREPARED TO TAKE FREIGHT FOR 


Cairo, St.Louis, Peoria, 





THE 


“RED LINE!” 


——RUNNING OVER THE— 


Michigan Southern and Lake Shore R. R.’s, 


— WAS THE — 


BLOOMINGTON, SPRINGFIELD, JACKSONVILLE, FIRST LING tO CARRY FREIGHT BETWEEN the EAST and WEST, 


And All Points in the Central and Southern parte of the State; 


MOBILE & NEW ORLEANS BY RAIL OR RIVER 


And ALL POINTS on the MISSISSIPPI below CAIRO. Also, to 
Freeport, Galena and Dubuque. 





t® Freight Forwarded with Promptness and Despatch, -and | 


Rates at all times as LOW as by any other Route. | 
BY THE COMPLETION OF THE BRIDGE AT DUNLEITH, 





THEY ARE ENABLED TO TAKE FREIGHT To aut Ponts West or DUBUQUE Cc. Shutter, Agent 


(ar WITHOUT CHANGE OF CARS! _g3 


DELIVER FREIGHT IN CHICAGO ONLY at the FREIGHT DEPOT of the Com- 
pany, foot of South Water St. Parties ordering Goods from the East should have the packages marked : 


| 
“Via Illinois Central Railroad.” | 

For THROUGH BILLS OF LADING, and further information, | 
apply to the Locan Frricut AGENT at Chicago, or to the undersigned. 


M. HUGHITT, Gen. Supt. J. F. TUCKER, Gen. Freight Agt. | 


Geo. C. Clarke & Co., |. 


FIRE & MARINE INSURANCE. 


No. 15 Chamber of Commerce. 
GEO. C. CLARKE. SAM’L M. NICKERSON. 
AGENTS FOR | 


New England Mutual Insurance Co., of Boston, 


ASSETS OVER $1,140,000 | 


American Insurance Company, - - of Boston, 


ASSETS OVER $820,000. 
Independent Insurance Company, - 
ASSETS OVER $500,000. 


North American Fire Ins. Co., of New York, 


ASSETS OVER $770,000. 








of Boston, 


Excelsior Fire Insurance Co.,- - of New York’ 


ASSETS OVER $340,000. 


Fulton Fire Insurance Company, of New York, 


ASSETS OVER $810,000. 


LESCHOT’S PATENT 


DIAMOND POINTED | 


Steam Drills ! 


—— FOR-—— 


Railroad Grading, Well Boring, Prospecting, &e. 


The unequalled efficiency and economy of these DRILLING | 
MACHINES are fully established. and they are fast superseding | 
all other inventions for ROCK DRILLING, They are 
constructed of various sizes and patterns to suit different clases 
of work, being adapted to Channelling and Gadcing in Lape a 
toshafting, tunneling, prospecting and all open cut work in mines; 
also to heavy Railroad-grading and Sub-marine Blasting. They 
operate noislessly without percussion: and produce a perfectly 
cylindrical hole of uniform diameter. Their usual rate of boring 
is three to five (3 to 5) inches per minute in hard rock; eight to | 
ten (8 to 10) inches per minute in slate and sand rock, and 
eighteen to twenty-two (18 to 22) inches per minute in coal. 
TEST CORES, in the form of solid cylinders of rock or mineral 
may be taken out of mines from any depth—not exceeding one 
thousand (1,000) feet—sehowing the geo'ogical formation, char- 
acter of mineral deposits, &c. These drills never need + harp- 
ening and no steel f consumed in boring—as the cutting poin's 
ge of rough, uncut dimmonds,) are practically indestructi- 

le. Boilers, Engines, Steam Pumps, and all necessary tools 
furnished with drills. Illustrated circular sent on application. 


a ~-\ % SEVERANCE & HOLT, Manufacturers, 
a~ ee ne Office, 16 Wall Street, New York 


fice for the Western States at Hage Works, 48 Canal St., Chicago, J. 0. VINTON, Agent. 






















THE UNION PATENT STOP WASHER, 


Manufactured at Coatesville, Chester Co., Pa., on the 
line of the Pennsylvania Central R. R.. has now stood | 
the test_of practical use on the above road, the Phila- | 
shia. Wilmington & Baltimore and Philadelphia & | 
Reading Railroads, for the past two years, and proved | 
itself to be what is claimed for it—a perfect security | 
wainst the unscrewing or receding of nuts. Its sim- | 
plicity, efficiency and cheapness over any other appli- | 
ince for the purpose should recommend it to the 
ittention of all persons having charge of Railroad | 
tracks, cars and machinery. | 

It is especially adapted to. and extensively used by | 
leading Railroads of the country for the purpoge of se- 
curing nuts on railway joints. : } 

The accompanying cuts show the application of the | 
Washer. For further information, apply to 


A. GIBBONS, Coatesyille, Pa. 








WITHOUT CHANGE OF CARS! 


CARS RUN THROUGH TO 





NEW YORK AND BOSTON, 


IN FOUR AND FIVE Days! 








i Contracts made at the Offices of the Line. gy 


3 A. Cushman, Agen 
7 Broadway, New York. "Old Beate House, Boston, Mass, 


W. D. MANCHESTER, Agent, 54 Clark St., Chicago. 








ever before. 


Great Central Route. 





“BLUE LINE.” 


ORGANIZED JANUARY 1, 1867. / 


1870. 1870. 








OWNED AND OPERATED BY THE 

Michigan Central, Illinois Central, Chicago, Bur. 

lington & Quinoy, Chicago & Alton, Great 

Western (of Canada), New York Central, 

Hudson River, Boston & Albany, and Provi- 
dence and Worcester Railroads. 


Tue ** BLUE LINE °®? is the only route that oflers to shippers of freigh« the advantages of an 
unbroken gauge through from Chicago to the Seaboard, and to all Interior Points on the line of Eastern 
Connections beyond Suspension = and Buffalo. All Through Freight is then transported between 
‘he most distai . points of the roads in interest, 


WITHOUT CHANGE OF CARS! 


The immense freight equipment of all the roads in interest is employed, as occasion requires, for the 


| through service of this Line, and has of late been largely increased. This Line is now prepared to extend 


facilites for the transit and delivery of all kinds of freight in Quicker Time and in Better Order than 


The Blue Laine Cars 


are all of a solid, aniform build, thus largely lessening the chances of delay from the use of care of a 
mixed construction, and the consequent difficulty of repairs, while remote from their own roads. The 
dlue Line ix operated by the railroad companies who own it, without the intervention of intermediate 
parties between the Roads or Line and the public. 

Trains run through with regularity IN FOUR OR FIVE DAYS to and from New York and 
Boston. Expecial care given to the Safe and Quick Transport of Property Liable to Breakage or Injury, 
and to all Perishable Freight, 

Claims for overcharges, loss or damage, pee settled upon their merits. Be particular and direct 

a 


| all shipments to be marked and consigned 1 


“BLUE LINE.” 


FREIGHT CONTRACTS given at the offices of the company in Chicago, New York 


and Boston. 
J.D. HAYES, Gen. MANAGER,.. Detroit o 


|G. BE. Nosns,... . bs ie , | P.K. Ranpat1, 69 Washington St., Boston 
Gro, ©. JARVis,... § 349 Broadway, N.Y. W. W. STREET,...... 91 Lake St., Chicago 
Rr rere Culnoy, Ti, | F. SOMMIIT s o2.0 0.0000. veccceces Cairo, Ti 


THOS, HOOPS, Gen. Fr’t Aer. Michigan Centra) Railroad, Chicago. 

A. WALLINGFORD, Aor. M C. & G. W. R. R., No. 91 Lake 5t., Chicago. 

N. A. SKINNER, Freight Agent Michigan Central Railroad. 
* ils CO al ts idle 





Empire I.ine 


THE EMPIRE TRANSPORTATION COMPANY’S 











Fast Freight Line to the East 


TO THE coat, am OIL REGIONS, 
Via Michigan Southern, Lake Shore, and Philadelphia & Erie R. R.’s, 


WwitrTEouw?T’ THAN SEFBR! 


GEO. W. KRISTINE, Western Superintendent, Cleveland, Ohio. 
W.G. Van Demark,..'265 Broadway, New York. | E. L. O’ Donnell,...............0000++ Baltimore, M 


G, B. McCulloh,....4'2 South Sth 8t., Philadelphia. | Wm. F. Samith,............--eeeeeeeeeeee Erie, Penn 


JOHN WHITTAKER, Pier 14 North River, New York. 
JOSEPH STOCKTON, Agent, Chicago. 


W. T. HANCOCK, Contracting Agent. 
WM. F. GRIFFITTS, Jr., Gen. Freight Agent, Philadelphia. 
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HCAGO, ROCK ISLAND ci PACIVIC WARMING AND VENTILATING | 


RAILROAD. 


@ THE DIRECT ROUTE FOR. BY HOT WATER. 
JOLIET, MORRIS, OTTAWA, LASALLE, PERU, HENRY, PEORIA, 


Lacon, Geneseo, Moline, 


ROCK ISLAND, DAVENPORT, 


Muscatine, Washington, Iowa City, 
GRINNELL, NEWTON, DES MOINES, 


COUNCIL BLUFFS & OMAHA! 


CONNECTING WITH TRAINS ON THE UNION PacrFic RAILROAD, FOR 
Cheyenne, Denver, Central City, Ogden, Salt Lake, 
White Pine, Helena, Sacramento, San Francisco, 


And Points in Upper and Lower California; and with Ocean Steamers at San_ Francisco, for all Points in 
china, Japan, Sandwich Islands, Oregon and Alaska, 














(@ TRAINS LEAVE their Splendid new Depot, on VanBuren Street, Chicago, as follows: 


LE EK. RRI . 
PACIFIC EXPRESS, (Sunday excepted)...............-.. 10. 00 a. m. 3.35 p. m 
PERU ACCOMMODATION, (Sundays ee seescesees 5.00 p.m. 9.50 a.m 
PACIFIC EXPRESS, (Saturdays excepted, ea --10.00 p.m. [Mon. ex. 6.60 a.m 


ELEGANT PALACE SLEEPING COACHES! 


Run Through to Peoria and Council Bluffs, Without Change, Pe A ARF te RR ag 

2 Connections at LASALLE, with Mlinois Central Railroad, North and South ; at PEORLA, with ; : 

Peoria, Pekin & Jacksonville Railroad, for Pekin, Virginia, &c.; ‘at PORT BY RON JUNCTION, for A very simp!e, safe and efficient plan for 

Hampton, LeClaire, and Port Byron; at ROCK ISLAND, with Packets North and South on the Miss 
issippi River. 


e ° e 
oh te Come ae tee eng EO Rm Bowes ote, cat Warming Railway Carriages ! 
A.M, SMITH, Gen, Pass. Agent. HUGH RIDDLE, Gen, Supt. —P. A. HALL, Asst, Glen, Supt, 


TRAV | WATER PIPES 
7 7 r ENON HOT A " 
L KA VEN WOR TH, LA MW Kt IN ( KE WHICH RADIATES THE HEAT DIRBCTLY AT THE PERT OF EACH PASSENGER WITHOUT THE 
va theo NECESSITY OF GOING 10 THE STOVE 10 GET WARMED ! 
CA. Ts Bess TONn RR. R.3 (ee All the finest Drawing-Room and Sleeping Cars in the United States have it, orare adopting it. 


Full descriptive pamphi!ets furnished on application. 
? OF KANSAS. ~ 
- Baker, Smith c& Co., 
e7 The SHORTEST and ONLY DIRECT ROUTE to the celebrated Cor. Greene and Houston Sis, N. ¥., and 127 Dearborn St., Chicago, 
Neosho and Verdigris Valleys of Kansas, and will be opened for business to 
the Border of Indian Territory, by October Ist, 1870. 





— BY — 














ce" TWO DAILY PASSENGER TRAINS EACH WAY, connecting at LAWRENCE 


with KANSAS PACIFIC TRAINS for all parts of the EAST, WEST and NORTH, and at end of Track 
with KANSAS STAGE COMPANY’S Line of Coaches for all parts of ar e e or x 
INDIAN TERRITORY, TEXAS & NEW MEXICO. maorscrouras oF 


Railroad Cars, Wheels and Axles, Chilled Tires, 


AND ALL DESCRIPTIONS OF 


Engine, Car, and Bridge Castings, of any Pattern 


C2 Ask for Tickets via L. L. & G. BR. BR., for all points South of Kansas Pacific 
Railroad. Freight taken from any part of the East to end of track WITHOUT BREAKING BULK, 





CHAS. B. PECK, M R. BALDWIN, Wheels of all sizes constantly on Hand. 
Gen. — and Ticket Agent, Lawrence, Kan. Acting Superintendent, Lawrence, Kan. —_—— - - 
= ————————wO8oO0Wow“w“=s0w@s=s»$= «Qqo=«=gw>w>»_eEeememmm eee lA. MOWRY, President, N. G@. GREEN, Treas. and Supt., 
CHAS. J. PUSEY, P. 0. Address—-Box 5222. EDW'D H. PARDEE. NEW YORK CITY. a enlemae 


OFFICES: No. 80 Broadway, New York; No. 69 West 3d Street, Cincinnati, Ohio. 


Pusey ck Pardee, WORKS: Cor, Lewis and East Front Streets, Cincinnati, Ohio. 














74 BROADWAY, NEW YORK. 


American and English Rails, American Compound Telegraph Wire. 
LOCOMOTIVES AND CARS FISH-PLATES, SPIKES, &6. | essommincversswcneienmoriormnams csiey snr cc sey to wien he 


—SOLE AGENTS FOR—~ eleme oe For Raawead inns, connecting a single wire with a large number of Stations, and for long 
circuits, this wire is peculiarly adapted; the large conducting capacity secured by the copper, with 
Atkins Brothers’ Pottsville Rolling Mills and G. other advantages, rendering such lines fully serviceable during the heaviest rains. 
9 
Buchanan & Co of London Having a core of steel, a smal! number of poles only are require d, as compared with iron wire con- 
es ° . 


struction, thereby preventing much loss of the current from esca and tuk 2b materially reducing cost 
v2" Special attention given to filling orders for small T and STREET RAILS, of every | of maintenance OFFICE AMERICAN COMPOUND TEL EGRAPH Ww 
weight and pattern, 


OLD RAILS BOUGHT OR RE-ROLLED, AS DESIRED. 





234 West 29th f Street, New York. 
BLISS, TILLOTSON & CO., Western Agent«, 
247 South Water Street, Chicago. 











J. E. FRENCH, W. 8. DODGE. D. W. CROSS. 


Winslow Car Roofing Company. 


e frei 


MANSFIELD ELASTIC FROG COMPANY 
PATENT IRON CAR ROOES.. Ls 


‘ | AMOS T. HA LL, President, | J. H. DOW, Superintendent. 
Established, 1859. oom 
Are now prepared to receive and promptly execute‘orders for RAILROAD FROGS and CROSSINGS 


No. 211 Superior St. CLEVELAND, O. warranted to prove satisfactory to purchasers - 


For DURABILITY, SAFETY and ELASTICITY—being a combination of Steel, Boiler Plate and 
Wood—they are UNEQUALED, as Certificates of Prominent Railroad Officials will testify. 


r » 2 i ‘ars rere ri i % Te clai s 2S 
Over 20,000 C AYS COVE me dad with this Root ! We claim that these The SAVING TO ROLLING STOCK AND MOTIVE POWER is at least equal to double the cost of 
Roofs will keep Cars dry, and will last as long as the he FROG. Orders should be sddressed to 


Cars they aed gg er gl gli expense CRERAR, ADAMS & CO., Gen’l Agents, 
t@ SEND For Circus. iINo. 18 Wells Street, CHICAGO. 

















F 
; 
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HNCAGO & NORTIVESTERY iW. 


Comprising the PRINCIPAL RAILROADS from CHICAGO Directly NORTH 
NORTH-WEST and WEST. 


————_ e—_—__— 


ALL RAIL TO TH PACIFIC OCEAN! 


Great California Line. 


TRAINS LEAVE WELLS STREET DEPOT AS FOLLOWS: 


8:15 A. M. Cedar Rapids Pass 9:15 P. M. Night Meil. 
10:30 A. M. Pacific Express. 9:15 P. M. Rock Island Pass: 
10:30 A. M. Rock Island Exp, 4:00 P. ML. Dixon Passenger. 


For Sterling, Rock Island, Fulton, Clinton. Cedar Rapids, Boone, Denison, Missouri Valley Junction, 
Sioux City, Counci) Blufis and Omaha, there connecting with the 


UNION PACIFIC RR. RR. 


For Cheyenne, Denver, Ogden, Salt Lake, the White Pine Silver Mines, Sacramento, San Francisco, and 
all parts of Nebraska, Colorado, New Mexico, Arizona, Wyoming, Montana, 
Idaho, Utah, Nevada, and the PACIFIC COAST. 











FROM CHICAGO Hours. 1st Class Fare, FROM CHICAGO Days, ist Class Fare. 
To OMAHBA.,...... 23 $20.00|To SACRAMENT®O,. 43¢ 8118.00 
* DENVER,..... 52 70.75| ** SAN FRANCISCO, 5 118.00 


TRAINS ARRIVE:—Night Mail, 7.00 a.m.; Dixon Passenger, 11.10 a. m.; Pacific Express, 
3:50 p. m.; Rock Island Express, 3:50 p. m.; Cedar Rapids Passenger, 6:50 p. m. 


FREEPORT LINE. 
9.00 ro M. & 9.45 P. M. Por, Petetiere, Reskieed, Freeport, Galena, Dun- 


4.00 P. M., Rockford Accommodation. 
5.30 P.M., Geneva and Elgin Accommodation 
6.10 P. M., Lombard Accommodation. 
5:50 P. M., Junction Passenger. 


TRAINS ARRIVE :—Freeport Passenger, 2:30 a. m., 3:00 B; m.; Rockford Accommodation, 
11:10 a. m.; Geneva and Elgin Accommodation, 8:45 a. m.; Junction Passenger, 8:10 a. m.; Lombard 
Accommodation, 6:50 a. m. 


WISCONSIN DIVISION. 


2" Trains leave Depot, cor. West Water and Kinzie Sts., daily, Sundays excepted, as follows: 
10 00 A DAY EXPRESS, for Janesville, Monroe, Whitewater, Madison, Prairie du 

e fA. VL. Chien, Watertown, Minnesota Junction, Portage City, Sparta, La Crosse, St. 
Paul, and ALL POINTS ON THE UPPER MISSISSIPPI RIVER; Ripon, Berlin, Fond du Lac, Oshkosh, 
Neenah, Appleton, and Green Bay. 

3.00 P. M.. Janesville Accommodation. 
2d 00 P M NIGHT EXPRESS, for Madison, Prairie du Chien, Watertown, Minnesota 
oe e i¥A« Junction, Portage City, Sparta, La Crosse, St. Paul, and ALL POINTS ON THE 
UPPER MISSISSIPPI RIVER ; Ripon, Berlin, Fond du Lac, Oshkosh, Menasha, Appleton, Green Bay. 
and THE LAKE SUPERIOR COUNTRY. y 
5.30 P. M., Woodstock Accommodation. 
6:20 P.M., Barrington Passenger. 


TRAINS ARRIVE :—5:30 a. m., 7:45 a. m., 1310 a. m., 1:00 p. m. and 7:15 p. m. 


MILWAUKEE DIVISION. 








MILWAUKEE MAIL,............ ...--..-- oe cscces es seeesceecccessccrscecess sess 8:00 A, MI. 
EXPRESS, (ex. Sun.) Waukegan, Kenosha, Racine and Milwaukee,....10:00 A. MI. 5:00 P. Mi. 
TEV ANG TON POA GUTE ING ie. oo ons occ cc ccc c ccc ccccccccccccce coencccccccsccccececs 11:40 A. Mi. 
HIGHLAND PARK PASSENGER.,......... iB csi ceghenaeeeanle napecce obese 1:30 P. M. 
MILWAUKEE ACCOMMODATION, with Slee ing Car attached............-- 11:00 P. M. 
EVANSTON ACCOMMODATION, (Daily,) from isconsin Div. Depot........... 1:30 P. Mi. 
KENOSHA ACCOMMODATION, (Sundays excepted) from Wells St. Depot..... 4:15 P. M. 
AFTERNOON PASSENGER, from Milwaukee Div. Depot.....................- 5:00 P. M. 
WAUKEGAN ACCOMMODATION, (except Sundays) from Wells St. Depot..... 5:25 P. M. 
WAUKEGAN PASSENGER, (Sundays excepted) from Wells St. Depot........... 6:15 P. Mi. 


TRAINS ARRIVE :—Night Accommodation, with Sleeping Car, 5:00 a. m.; Day Express, 
4:30 p. m. Milwaukee Mail, 10:15 a. m.; Afternoon Passenger, 8:00 p.m.; Waukegan Accommoda- 
tion, 8:25 a.m.; Kenosha Accommodation, 9:10 a.m.; Evanston Accommodations, 1.50 and 4.00 p. m.; 
Waukegan Passenger, 7:55 a. m.; Highiand Park Passenger, 4.00 p. m. 


PULLMAN PALACE CARS ON ALL NIGHT TRAINS. 


TI TS Can be purchased at all mo Railroad Offices 
THROUG East and South, and in Chicago at the Southeast 
corner of Lake and Clark ‘“itreets, and at the Passenger Stations as above. 


H. P. STANWOOD, 
Gen. Ticket Agt,. 


Western Union Railroad. 


MILWAUKEE & CHICAGO DEPOT, 
| MILWAUKEE, 


GEO. L. DUNLAP, 
Gen’! Supt. 











CHICAGO & NORTHWESTERN DEPOT, 
CHICAGO, 


THE DIRECT ROUTE! 
CHICAGO, RACINE & MILWAUKEE, 
Beloit, Savanna, Clinton, Pt. i Mineral Point, 


Madison, Freeport, Fulton, Lyons, Rock Island, Sabula, 
Galena, Dubuque, Des Moines, Council Bluffs, 


OMAHA, SAN FRANCISCO 


AND ALL PRINCIPAL POINTS IN 


Southern and Central Wisconsin, Northern Illinois, and Central and Northern Towa. 
FRED. WILD, D. A. OLIN, 


Gen. Ticket Agent. Gen. Superintendent, 


 ORERAR, ADAMS & CO., 


MANUFACTURERS AND DEALERS IN 


Railroad Supplies ! 


--aAND-- 





















CONTRACTORS’ MATERIAL. 
ll and 13 Wells Street, 


CHICAGO, ILL. 


ffand and Signal Lanterns, Car and Station Lamps, Brass 


~ very Description 


Pan-Han dle 


— AND — 


Penna Central Route East! 


s@~ SHORTEST AND QUICKEST ROUTE, via COLUMBUS, TO “mu 


PITTSBURGH, BALTIMORE, PHILADELPHIA & NEW YORK 


On and after Saturday, JULY 10th, 1870, Trains for the East will run as follows: 











[DEPOT CORNER CANAL AND KINZIE 8TS., WEST SIDE. ] 


8:10 A. M. PAY _ EXPRESS. 


[SUNDAYS EXCEPTED.) Via Richmond. Arriving at 
CoLuMBUS 


--» 2:35 A, M. | HansisBuae..10:35 P. M.| New York.... 6:40 A. M. |WASHINGTON,.5:50 A. M. 
PrrTsBuReH..12:00 M. | Parmapeipata 3:10A. El lcameeen .. 2:30 A. M. |Boston.... ...5:05 P. M. 


NIGHT EXPRESS. 


7:40 P. M 
@ @e ra (SATURDAYS EXCEPTED.) Arriving at: 


CoLumBus.. .11:15 A. M.| Harrisspure.. 5:10 A. M | New York. ..12:10 P. M.| Wasnineron. 


1:10 P, M- 
Pirrspuren.. 7:05 P. M.| Pottape cpeata.9.35 A.M. Battimore... 9:00 A. M. Boston....... 11:60 P. 


P.M. 


Palace Day and Sleeping Cars 


Run Through to COLUMBUS, and from Columbus to NEW YORK, Wrrnovut Cuanes! 


OMLY ONE CHANGE TO MEW YORK, PHILADELPHIA, OR BALTIMORE | 
CINCINNATI & LOUISVILLE AIR LINE SOUTH. 


42 Miles the Shortest Route to Cincinnati, 
18 Miles the Shortest Route to Indianapolis and Louisville. 


FROM ONE TO—— 


<> Hours the Quickest Route to Cincinnati ! 


THE SHORTEST AND BEST ROUTE TO 


Columbus, Chilljcothe, Hamilton, Wheeling, Parkersburg, Evansville, 
Dayton, Zanesville, Marietta, Lexington, Terre Haute, Nashville, 


ALL POINTS IN CENTRAL & SOUTHERN OHIO, & INDIANA, KENTUCKY & VIRGINIA, 
— QUICK, DIRECT AND ONLY ALL RAIL ROUTE TO — 


New Orleans, Memphis, Mobile, Vicksburg, Charleston, Savannah, 


AND ALL POINTS SOUTH, 
Cincinnati, Indianapolis and Louisville Trains run as follows: 


THROUGH WITHOUT CHANGE OF CARS! 
S:10 A. MM. 7:40 FP. 














* 

(Sundays excepted) Arriving at (Saturdays excepted.) Arriving at 
LOGANGPORT.......cccccccccscccsces coe 1:15 P.M. LOGANSPORT... .......0eeeee ceeeeeeeee ; M. 
aaa 2:33 P.M. Koxomo...... _M. 
CINCINNATI.,.... :30 P.M. CINCINNATI... .M, 
INDIANAPOLIS ....... 5:00 P.M. INDIANAPOLIS .M. 
SOUTER, 0.00 ccc ccccesovcccssencevces BOUTS ©, Tic ccs nccnnccvcssevccccecscess GE Ee 





Lansing Accommodation: Leaves 5:10 P.M. Arrives 8:55 A.M. 
Dolton Accommodation: Leaves 10:10 A. M. Arrives 3:25 P. M. 


‘PULLMAN’S PALACE SLEEPING CARS! 


Accompany all Night Trains between Chicago and Cincinnati or Indianapolis. 


(2 Ask for Tickets via COLUMBUS for the East, and via ** The AIR LIVE? for 
C ncinnati, Indianapolis, Louisville and points South. Tickets for sale and Sleeping Car Berths 
secured at 95 RANDOLPH STREET, CHICAGQO, and at Principal Ticket Offices in the 


West and Northwest. ; 
WM. L. O’BRIEN, I. S. HODSDON, 
Northwestern Pass. Agt., Chicago. 


Gen. Pass. and Ticket Agent, Columbus. 


D. W. CALDWELL Gen Supt. Columbus: 


KANSAS PACIFIC RAILWAY. 


Great Smoky Hill Route! 


— 


COLORADO, NEW MEXICO, ARIZONA, UTAH, 
Montana, Nevada, California and Northern States of Old Mexico. 


COMPLETED THROUGH KANSAS, TO 
Carson, Colorado, 487 Miles West of Kansas City and Leavenworth. 


Close Connections are made with Express Trains of the Haanieat & St. Josern and Norra Missouri 
Rar_roaps, at KANSAS CITY, and with Mresourt Pacific Rar.eoap at STATE LINE. 
DAILY EXPRESS TRAINS are run between 


KANSAS CITY, LEAVENWORTH, LAWRENCE, 
Topeka, Wamego, Manhattan, Junction City, Salina, Brookville, 


HARKER, HAYS and CARSON, 


Pullman's Sleeping Cars Attached to Night Express Trains! 
Passenger Time from Kansas City to Denver, Less than 50 Hours. 

















Hughes & Co.’s Four-Horse Concord Coaches leave Carson daily for Denver, 





Manufacturers of IMPROVED HEAD-LIGHTS for Locomotives, | 
= n Dome | Hil! Route.” Freight and Passage Rates as Low and Time as Quick as by any other Route, . 
=Casings, Dome Mouldings, Cylinder Heads, and Car Trimmings, of 


Central City, George. 
town, &c. ‘ 
Southern Overland Passenger Express and Mail Coaches leave Carson daily for Fort Lyon, Pueblo 
| Trinidad, Fort Union, Las Vegas, Santa Fe, &c. 


| Ask for Through Tickets via Kansas Pacific Railway, “ Smoky 


R. B. GEMMELL, Gen. Ticket Agent’ A. ANDERSON, Gen. Supt. 
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THE FAVORITE THROUGH PASSENGER ROUTE! 





Chicago, Burlington & Quincy 


RAILROAD. AND CONNECTIONS. 


3 THROUGH EXPRESS TRAINS DAILY. 


FROM CHICAGO Days, 1st Class Fare, 
To DENVER, - - 2% $70.2" 
‘© ST. JOSEPH, - 21 19.50; * SACRAMENTO, 4\6 118.00 
6 KANSAS CITY, - 22 20.00| * SAN FRANCISCO, 5 118.00 


Trains LEAVE Cuicago from the Great Central Dees, foot ‘of Lake Street, as follows: 


BURLIN ~ “er COUNCIL BLUFFS AND OMATIA, 


EXPRESS, (Daily except Sunday,) stopping a 
"7 3 MA AND E « ees. Burlington; makirg close eas 
tions at Mendota wit 


h rom a: for Amboy, Dixon, Freeport, Galena, Dunleith, Dubuque, LaSalle, 
El Paso, 45 &e., & 


FAS FIC EXPRESS, (Daily except Sunday,) stopping 
e Riverside, Hinsdale, Aurora, Leland, Mendota, Prince- 
a Roc “ LS A: swenee, Calva, Galesburg, and Monmouth, between Chicago and 


Burlington. PULLMAN PALACE DRAWING ROOM CAR attached to this tran daily 
from Chicago 


TO COUNCIL nage AND OMAHA, WITHOUT CHANGE! 


M, NiG#z. Fen RESS, (Daily, except Saturday,) stopping at 
rt L=3 tru beawe ~ gh yey: between Chicago and Burlington. ELE- 
3A BY COACHES, f. a M,: E SLEEPING CAH are attached to 


this train from Chicago to Burlington, Fs nay change! This isthe only Route between 


CHICAGO, COUNCIL BLUFFS & OMAHA, 


—— RUNNING THE CELEBRATED —— 


Pullman Palace Dining Cars! 


The Shortest, Best, Quickest and only Route betwee 2 


CHICAGO €& BRE ORFU EB, 


Without managing Oe Saat the Mississippi River / 


QUINCY, ST. JOSEPH, LEAVENWORTH AND KANSAS CHTY, 


PACIFIC EXP RESS, (Daily. except Sunday,) with 
CUACH attached, running through from “Chicago 








FROW CHICAGO Hours, 1st Class Fare, 
To OMAHA, - - 23 $20.00 





LQ: wil , Wathout tdenne! 


. EVENING EXPRESS, (Daily, except Sunday,) with Pull- 
* oman Palace Drawing’ Room Sleeping Car attachd, 
ruuuing “20 from © hicago to QUINCY, Wrrnovut CHANGE! 
NIGHT EXPRESS (Daily, except Saturday,) with Pull- 
AA: eman “alace sles ping Car aitached from Chicago to 
an 3O ACK ok Coacuks fiom Chicago to QUINCY, Without Change! 


7" This is the Shortest, Quickest and only Route between | eg 


CHICAGO AND KANSAS CITY, 
WITHOUT CHANGE OF CARS OR FERRY. 
THE SHORTEST, BEST AND QUICKEST ROUTE BETWEEN CHICAGO AND 
St. Joseph, Atchison, Weston, Leavenworth, 


AND ALL POINTS ON THE KANSAS PACIFIC R’Y, 





{RLY ERSIDE & HINSDALE AC nena ATION.7:00 A, M. 1:30 & 615 P. M. 


local Trains Leave, tinge take ete. 


Trains Arrive :—Mail and Express, 3:45 p.m; Atlantic Exp., 4:15 5 p.m , except Sunday ; Nagit 
Exp, 9:05 a, m., exce pt Monday; Mend ta Passenger, 10:00 a, m.; Aurora Passe nger, 8:15 a. m.; Quincy 
Passenger 7:30 P. M; Riverside and Hinsdale Accommodation, 6:50 and 9 a. mand 5: 30 p. m., except 
Sunday. 

As for Tick>ts via Chica:’o, Burlington & Quincy KRallroad, which can be ob- 
tained at all principal offices of connecting roads, and at Company's office in Great Central Depot, Chica 
go, at as low rates as by any other route. 


ROB’T HARRIs, SAM’L POWELL, E. A. PARKER, 
Gen’! oo " Gen'l phe. ago Gen, wea Agt. 
10. 





sa” PASSENCERS COING “WEST! 


To Missouri, Kanen, Nebraska, Colorado or New net o, Should 
Zuy "Pickets via the Short Route 


HANNIBAL & ST. JOSEPH R. R. LINE, 


Three Express Trains from Quincy or Macon to St. Joseph, 
——ALSO DIRECT——— 


‘To Isansas City 


we WIrTrHou'tr i. HANGE OF CARS!. 








CONNECTIONS ARE CLOSE AND DIRECT FOR 


ATGHISON, WESTON & LEAVENWORTH. 


CONNECTIONS: 


AT KANSAS CIEPFY, with Kansas Pacific Railway, for Lawrence, Ottawa, Topeka, Fort Riley 
Junction City, Fort Hays, Sheridan, &e. 

AT K i NSAS CUPY, with Kansas City, Fort Scott, and Galveston Railroad, for Fort Scott, Fort Gib- 
son, Galveston, &e, 

AT ST, JOSEPH, with St. Joseph & Council Blufls Railroad, ALL RAIL trom St. Joseph to 


Nebraska City, Council Bluffs & Omaha. 





A'T OMAHA, with Nebraska Union Pacific Railroad, for Fort Kearney, Julesburg, Cheyenne, Lara- 


mie, Benton, &e. 
A'T COUNCIL BLUFES, for Sioux c ity, all Rail. 


tr" By this Line, passengers have choice of Ove rl and Routes, either via Smoky Hill or Platte Route 
To Denver, Central City, Salt Lake, Sacramento, California and all points in the Mining Regions. 


aily Overland Coaches via Smoky Hill Route leave Sheridan, end of U.P.R.R,, for Santa Fo and New Werico, 


Through Tic kets for Sale at all Ticket Offices, 
P. B. GROAT, Gen. Ticket Agent. GEO. H. NETTLETON, Gen. Supt 
HENRY STARRING, Gen. Agent, Chicago. 





Old, Reliable, Air-Line Route! 


MNCAGO, ALTON & ST. LOUIS 2. 


SHORTEST, QUICKEST AND ONLY DIRECT ROAD TO 


Bloomington, Springfield, Jacksonville, Alton, 


—— AND —— 


sT. Louis 
WITHOUT CHANGE OF CARS 


THE ONLY ROAD MAKING IMMEDIATE CONNECTIONS AT ST. LOUIS, 
WITH MORNING AND EVENING TRAINS 


— a 


ATCHISON, LEAVENWORTH, KANSAS CITY, 


Lawrence, Topeka, Memphis, New Orleans, 


And All Points South and Southwest. 











ge" TRAINS leave Cuicago from be West-side Union Depot, near Madison Street Bridge._ gt 


ee ee TOE les FOOD RIGID oo... 5 vc since cceneccessidectccssve cocceesessess 8:10 A. Mm, 
LIGHTNING EXPRESS, [Except Saturdays and Sundays]....................... 9:50 P.M. 
ee, NS FINE ce 5 h.c cc Bikes pasecdcdSnvcescs nes. ches bsd6G5.00005 608 6:40 P.M, 
JOLIET ACCOMMODATION, [Except Sundays)............. + emnesines -4:40 P.M. 

JACKSONVILLE EXPRESS, [Daily].................. iieieneswomae 63 00 P. M, 


Trains arrive at Chicago at 8.00 P. M., 8.30 A. M. and 6:00 A.M. Joliet Accom., 9.40 A. M. 
This is the ONLY LINE Betw:ien (CHICAGO & ST. LOUIS BUNNING 


Pullman's Palace Sleeping and Celebrated Dining Cars 


BAGGAGE CHECKED THROUGH. 


Through Tickets can he had at the Company’s office, No. 55 Dearborn street, C hicago, or at the 
Depot, corner of West Madison and Canal streets, and at all principal Ticket Offices in the United States 
and Canada. Rates of Fare and Freights as low as by any other Route. 


A. NEWMAN, Gen. Pass. — J. C. MeMULLIN, Gen. ell 





PASSENGERS FOR , 
KANSAS AND THE WENT, 
ARE REMINDED THAT 
THE NORTH MISSOURI R. R. 
onan $9 <om= 


11 MILES SHORTER than any other Route! 


BETWEEN 


St. Louis and Kansas City. 


15 Miles Shorter between ST, LOUIS and LEAVENWORTH 


—- AND—— 


ses’ Three Through 1 Express Trains Daily ! “@a 


Pullman's Celebrated Palace Sleening Cars on all Night Trains | 


ee FOR TICKETS, apply at all Railroad Ticket Offices, and see that you get your Tickets 
via St. Louis and North Missouri Railroad. 


C. N. PRATT, Gen, Easte rn Agt., 


111 Dearborn st. CHICAGO. 





S. H. KNIGHT, Gen. nuperints ndent, 








Pacific Railroad of Missouri 





THE MOST, DIRECT AND RELIABLE ROUTE FROM ST. LOUIS THROUGH TO 


KANSAS CITY, LEAVENWORTH & ATCHISON, 


sas’ WITHOUT CHANGE OF CARS! “3a 


Close Connections at KANSAS CITY with Missouri Valley, Missouri River, Ft. Scott & 
Gulf, and Kansas Pacific R’ys, for Weston, St. Joseph, Junction City, Fort Scott, 
Lawrence, Topeka, Sheridan, Denver, Fort Union, Santa Fe, and 


ALI. POINTS WEST! 


At SEDALIA, WARRENSBURG and PLEASANT HILL, with Stage Lines for Wenew, 
Quincy, Bolivar, Springfield, Clinton, Osceola, Lamar, Carthage, Granby, Neosho, Baxter Springs, For 
Gibson, Fort Smith, Van Buren, Fayetteville, Bentonville. 


PALACE SLEEPING CARS on all NIGHT TRAINS. 
Baggage Checked Through Free! 


THROUGH TICKETS for sale at all the Principal Railroad Offices in the United States and — 
das.* Be Sure and Get your Tickets over the PACIFIC R. BR. OF MIESSOUR!. 


w.B. HALE. THOS. McKISSOCK, 


Gen. Pass. and Ticket Agt, General Superintendent. 


he ne ee i i a 
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THREE HOURS IN ADVANCE OF ALL OTHER ‘ROUTES! 


Sixty-One Miles the Shortest Line ! Ouly 24 Hours! 


— FROM — 


CHICAGO TO NEW YORK. 


Pittsburgh, Ft.Wayne & Chicago and Pennsylvania Central 


IS THE ONLY ROUTE RUNNING ITS ENTIRE TRAIN THROUGH TO PHILADELPHIA AND NEW YORK, AND THE ONLY ROUTE RUNNING 


THREE DAILY LINES OF PULLMAN’S DAY AND SLEEPING PALACES, 


—-— FROM CHICAGO TO —— 


PITTSBURGH, HARRISBURG, PHILADELPHIA & NEW YORK 


wa WITHOUT CHANGE ! ew 


WITH BUT ONE CHANGE TO 


BALTIMORE, PROVIDENCE, NEW HAVEN, 


HARTFORD, SPRINGFIELD, WORCESTER AND BOSTON! 


And the Most Direct Froute to Washington City. 














Leaves Chicago daily, except Sunday ; the entire Train 
(Trains Leave WEST SIDE UNION DEPOT, corner West Madison and Canal Streets, as follows: , _THE FAST EXPRES gage “Day and Pullman’ ~ Palace Can -RUMNING Tenbun ‘ 
rom cago to New York, via MantuaJunction ; leaves Pittsburgh daily,except Monday. This train 
AVE: . | x “~ | reaches NEW YorRK in time to make cloxe connection for BOSTON! N 
omoaeo — at mvt M. . Seen. | Pestle cp. Might - ». | RPeOSE = r Route through New York makes it! Arrives in BALTIMORE Five Hours, and WASHING. 
PLYMOUTH. 0... vives sees sees 9.50 150 P.M.s. 910 “| 213a.M S5bs aS ON our Hours in Advance of Rival Reutes! 
FORT WAYND. ..ccccccccccccccccece 12 40 P. M. —_ “| 11.0 ©“ ip. 5.09 * Odeon : 
Rea Ea | 315 “ 1.95A:M.J 8.10 |Wee ose I . . - 
q * s } = se A . Te 4 zeaves Chicago and I ATIC daily, for Philadelphia and 
+> eee Rresenteniess owt « | se. Laer wit eaae THE PACIFIC EXPRESS New York, with PULLMAN PALACE CARS from 
Wat ape ania a oa A. M./s. 1 3 My ey -— “ui ~ Ses Chicago; leaves Harrisburg for Baltimore daily, except Sunday; has SLEEPING CARS trom Chi 
Avi I E. ek TR ae } oan “ 842 «| oa “ 297 “ plas= cago to Pittsburgh, and from Altoona to ae This train arrives in BALTIMORE Nine 
OS gaan oper sine 0 4% } - a Moars, aad WASHINGPON Sevea tours, la Ldvance of all other Lines! 
Pe pes Seransenss ._-sansenaens 10 45 PM 9.55 xu iB. 8.40 *“ 3.55 South’n Ry 
ROCHESTER......... saidien? anecconael ip. 205 P.M.! 12.17A.M.| 10.52 * 602 “ {8 iF - 
phe ns *0¥ pepagaea”**s7oe o> = 12.50 | . = P.M 8 bio = | 5.29 A.! ° THE NIGHT EXPRESS Leaves Chicago daily, except Saturday and Sunday; leaves 
JOHNSTOWN pee oe SOR ee | 3.37 - 10042 * | 803 fam daily, except Sunday; leaves Harrisburg tor Bal- 
MEIN ase esenssses: ei 753 aa ae: 143“ | oo4 « timore daily ; has PULLMaN’S PALACE CARS trom Chicago to Philadelphia and New York; has 
Rinna hetenaeneesGeeeiene x we } ¥ 4 x ~ : 
“ wo | “ “ SLEEPING ‘CARS from Chicago to Cre aA and from Pittsburgh to New York, Philade Iphia and 
ALTOONA.. 2660enccesncseceoceseyes Me B. 4.40 8. 5.45 12.35 A. M.|B.10.05 T i BALTIM E 
SEIT MPN IGRIINNE «oc. 0aacenaccac 10.21 * 7 104 “ 1.45 1.14 “ Baltimore | his train reaches BA ORE Three Hours in Advance of competing 
LE WISTOWN. Saakpbnt chek cnchawsauan’ 11.44“ | oe 8.23 * | 2.59 “ | 1295P.M.| Routes! 
Ae os ccccccccccceccvcessss | 2.10 A. M, a = 10.46 “ | 620 “ ip. 23.50 “* ee oe a ee. . -— & ip 
GRE an ivese suse ccesensoness | 840 % PM! 12.154.M.! 700 “ | 410 « Leaves Chicago daily, exce 
ee Po a _ ’ es Chicag: y, except Sunday, stopping at all Stations, and reaching 
DOWNINGTON. ......-..-.00 sees eee 5.00 | | 1.40 B. 8.16 5.35“ Al Crestline the same evening (where passengers can transfer to Day Express) ; 
ARRIVE: | | leaves C EM (Expreas,] the next moraing, and leaves Pittsburgh daily, except Sunday. A LERPING 
gy (PY UR gf rrr (ia © 12.20 “ | 3.10 *“* 940 “* 7 CARS from Pittsburgh to a 
NEW YORK, VIA PHILADELPHIA...... | 1041 “ 3.00 “ | 643 “* OR RR aie aaa ied a ee 
NEW aa VIA ALLENTOWN........ lees . wbannal rio Jesse i ean te 12 = % _ pnescenecsese I PITTSBURGH dail t Mona ith 
OSE Serr rrr ioc dbhenes need 2.1 = 4. 4 = 900A.M. 7.00 * weaves P ( aily, exce onday, wit 
CL Saree Ean err “ 5.50 “* 1.00 P. M.| 10.00 * THE SOUTHERN EXPRESS | SILVER PALAC#& CARS to Philadelphia and New 
a eee eS B. Pr A. M. 5.08 2 ey 2 eee York; leaves Harrisburg for Baltimore daily, except Sunday. 





BOSTON AND NEW ENCLAND PASSENCERS will find this Route especially Desirable, as it Cives them an 
opportunity of Seeing the FINEST VIEWS AMONC THE ALLECHANY MOUNTAINS, 


Besides Visiting PITTSBURGH, PAILADELPHIA and NEW YORK, without extra cost! 


All New England Passengers holding Through Tickets, will be Transferred, with their Baggage, to Rail and Boat Connections in 
NEW YORK, WITHOUT CHARGE. 


Close Connections Made at Lima forall Points on the Dayton & Mich. and Cin., Hamilton & Dayton R’ys, 


And at CRESTLINE, for OLEVELAND, ERIE, DUNKIRK, BUFFALO, NIAGARA FALLS, and all Points reached via Lake Shore R.R. 


THROUGH TICKETS for sale at the Company’s Offices, at 65 Clark St., and also at 52 Clark St.; cor. Randolph and Wells St.; at N. E. corner of 
Randolph and LaSalle Sts.; and at Depot, Chicago. Also at Principal Ticket Offices in the West. 


F R, MYERS, Gen. Pass, and Ticket Agt,P, & F.W.R’y, Chicago, | W.C, CLELAND, Gen. Western Pass, Agt, P, Ft.W. &C. B’y, Chicago, 
T. L. KIMBALL, Gen. Western Pass, Agent, Penn. Central R. R., Chicago, 











J. H. LINVILLE, PRESIDENT. J. L. PIPER, GEN. MANAGER. A. @. SHIFPLER, SUPT & TREAS. 


The Keystone Bridge Company) Broad Gauge! Double Track ! 


OF PITTSBURGH, PENN. 


Wilce and Works, 9th Ward, Pittsburgh. Pa. Philadelphia Office, 426 Walnut Street. ERIE RAILWAY. 


GENERAL WESTERN OFFICE :—13 Fullerton Block, 94 Dearborn St., 
CHICAGO, ILL. - =PRESS TRAINS DAILY ! 
rom Cleveland, Dunkirk and Buffalo, 625 Miles, to New York, WITHOUT CHANGE of Coaches! 








2"This Company possess unrivaled facilities for manufacturing and erecting every description of Tr f this Rail 

e 
Fo ys re eseney + es rmcTables and Builé- sodlieen sine “Se way are run in DIRECT CONNECTION WITH ALL WESTERN AND 
ings, ** Linville and Piper Patent Iron Bridges, Self-Sustaining Pivot Bridges, Elmira. W 
— one epg - Senatdelianieon ihtatemantionn a, Williamsport, Oswego, Great Bend, Scranton, Newburgh, 


Bridges of any pattern, as per plans and specifications. Circulars sent on application. 
WALTER KATTE, ENGINERER. A. D, CHERRY. SECRETARY. 5 j j 





PITTSBURGH CAST STEEL SPRING WORKS, AND PRINCIPAL NEW ENGLAND CITIES. 


New and Impreved DRAWING ROOM COACHES are attached te the DAY EXPRESS 


Running THROUGH TO NEW YORK. 
A. E*r ench cK Co., t# SLEEPING COACHES, Combining all Modern Improvements 
Manufacturers of Extra Tempered, Light Elliptic = ROAD GAUGE, peed ly ae arrangements,  & — comfort of Passengers incident to the 


CAST STEEL SPRINGS, ..corzcron: gegen rm com mwa wa, won com, wate trom 


FOR RAILROAD CARS AND LOCOMOTIV ES, All Trains of Saturday run directly Through to New York. 
FROM BEST CAST STEEL. ~ nl fee ) aeeiente vie Brie Railway, which can be procured at 66 Clark Street, 
, and at t in the W: 
OFFICE AND WORKS:—Cor, Liberty and 2ist Sts., PITTSBURGH, PA. eg eg eee 


CHICAGO BRANCH, 88 Michigan Ave. ait; D, RUCKER, weal it, +1 et _ BARR ork 
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LAKE SHORE 


— AND — 


MICHIGAN SOUTHERN R.W. 


THE GREAT THROUGH LINE BETWEEN 


CHICAGO, BUFFALO & NEW YORK, 


WITHOUT CHANGE! 
AND THE ONLY RAILWAY 


RUNNING PALACE COACHES THROUGH! 


— BETWEEN — 


CHICAGO & NEW YORK, via BUFFALO 


tz WITHOUT TRANSFER OF PASSENGERS ! 23 


All Trains Stop at Twenty-Second Street to Take and Leave Passengers, 
Baggage Checked at that Station for all Points East. 











gy, SXPnEs TRAINS DAILY, [Sundays Excepted,}] Leave 


Cutcaao from the New Depot, on Van Buren St., at the head of La Salle Street, as follows 


7:30 A. Mi. MAIL TRAIN. 


VIA OLD ROAD AND AIR LINE. SUNDAYS EXCEPTED. 


Leaves 22:1 Street 7:45 A. M. Stops at all Stations. Arrives—Toledo, 6:20 P. M. 








-A AIR LINE. SUNDAYS EXCEPTED. 


11:30.A, M, SPECIAL NEW YORK EXPRESS, 


Leaves—Twenty-Second Street, 11:45 A. MI. Arrives—Elkhart, 2:55 P. M.; Cleveland 10:40 P. 
M.; Buffao, 4:10 A. M.: New York, 5:30 P.M. ; (Chicago Time) Boston, 11:45 P. M. 


This Train has PALACE SLEEPING COACH Attached, Running 


THROUGH TO ROCHESTER, WITHOUT CHANGE! 


IN DIRECT CONNECTION WITH 


Wagner's Celebrated Drawing-Room Coaches on N.Y. Central R.R. 
Only Thirty Hours, Chicago to New York! 








5'15 P.M, ATLANTIC EXPRESS (Daily), 


VIA OLD ROAD. 


Leave—Twenty-Second Strect 5:30 P.M. 9 =Arrives—Laporte, 8:10 P. M. (Stops 20 minutes 
or Supper): arrives at Toledo, 2:50 A. M.; Cleveland, 7:25 A. M. (20 minutes for Breakfast); azrives at 
Buffalo, 1:50 P. M.; Rochester, 5:10 P. M. (20 minutes for Supper); connects with Sleeping Coach 
running Through from Rochester to Boston Without Change, making but One 
Change between Chicago and Boston, 


NEW AND ELEGANT SLEEPING COACH Attached to this Train, Running 
THROUGH from CHICAGO TO NEW YORK WITHOUT CHANGE! Arrives 
at NEW YORK, 6:40 A. M. 





9:00 P.M. INiGEHT Ex PRESS 


VIA AIR LINE, (DAILY EXCEPT SAT. & SUN.) 


Leaves—Twenty-Second Street, 9:15 P.M. Arrives—Toledo, 6:00 A. M. (20 minutes for 
Breakfast); arrives at Cleveland, 10:35 A. M.; Buffalo, 5:30 P.M.; New York, 11:00 A, M.; 


Boston, 
3:50 P. M. 





KALAMAZOO DIVISION. 


Leave Chicago 11:30 A. M. Arrive at Kalamazoo 6:05 P. M.; 
Grand Rapids, 9:25 P. M. 


Leave Chicago 9:00 P.M. Arrive at Kalamazoo 6:50 A. 
M.; Grand Rapids, 9:40 A. M. 


Elkhart Accommodation leaves Chicago, 3:30 P.M. 


Arrives 
at Elkhart, 8:20 P. M, 





(@” There being no heavy grades to overcome, or mountains to cross, the road bed 
and track being the smoothest and most perfect of any railway in the United States, this Company run 
their trains at a high rate of speed with perfect safety. 
| 


t@™” Travelers who wish to SAVE TIME and make SURE CONNEC TIONS, 


purchase Tickets via 


LAKE SHORE & MICHIGAN SOUTHERN R’Y.. 


THE ONLY LINE RUNNING THROUGH BETWEEN CHICAGO AND | 
BUFFALO, WITHOUT TRANSFER, and in Direct Connection with NEW Y ORK | 
CENTRAL RAILROAD and ERIE RAILWAY. 





| 


General Ticket Office for Chicago, No. 56 Clark Street. 


CHAS. F. HATCH, 


F. E. MORSE, 
General Superintendent, CuzveLanp, Unio 


General Western Passenger Agent, Curcago. 





ILLINOIS CENTRAL RAILROAD, 


PASSENGER TRAINS LEAVE CHICAGO FROM THE GREAT CENTRAL DEPOT, FOOT OF LAKE ST 


ST. LOUIS AND CHICAGO 


TELROUGH LIne. 


9:30 A, M. DAY HXPRESS Sundays Ex, 


Arriving in ST, LOUIS at 10:15 P. M. 


BQS™ This Train Reaches St, Louis ONE HOUR & FIFTEEN MINUTES in Advance of any other Route! “3g 


§: 30 P, i. HAST LINE. Saturdays Excepted, 
autvids at ST. LOUIS at 8:00 A. M. 
AT ST. LOUIS, Direct Connections are Made FOR 
Jefferson City, Sedalia, Pleasant Hill, Macon, Kansas City, 


LEAVENWORTH, ST. JOSEPH & ATCHISON, 


——Connecting at KANSAS CITY for— 
LAWRENCE, TOPEKA, JUNCTION CITY, SALINA, SHERIDAN, &c. 


CAIRO, MEMPHIS AND NEW ORLEANS LINE. 


9:30 A, M. CAIRO MAIL, Sundays Pat 


Arriving at Cairo 2:20 A. M., Memphis 12:40 P. Obile 9:40 A. M. 
Vicksburg 9:30 A. M., New Orleans 11:10 A. M. 


§:30 P. M. Can RO E XP R ESS, Except Saturdays. 


is 2:30 A. M., Vicksburg 5:00 P. 








4:55 P.M, CHAMPAIGN, PASSENGER, 


tt” THIS IS THE ONLY DIRECT ROUTE TO 


Humboldt, Corinth, Grand Junction, Little Rock, Selma, Canton, 
Grenada, Columbus, Meridian, Enterprise, 


MEMPHIS, VICKSBURG, NEW ORLEANS & MOBILE. 


At NEW ORLEANS, connections are made for 


GALVESTON, INDIANOLA, 


And all Parts of Texas. 





® NOTICE.—This Route is from 100 to 150 MILES SHORTER, and from 
12 to 24 HOURS QUICKER than any other. 





THIS IS ALSO THE ONLY DIRECT ROUTE TO 


DECATUR, TERRE HAUTE, VINCENNES & RVANSVILLE. 








Peoria and Keokuk Line. 
9:30 AM KEOKUK PASSENGER, Sun. Excepted. 


8 Arriving at Chenoa 3:15 P. M., El Paso 4:05 P. M., Peoria 5:40 P. M., 
Canton 7:14 P. M., Bushnell 8:59 P. M., Keokuk 11:26 P. M., Warsaw 12:05 A. M. 





Elegant Drawing Room Sleeping Cars 


ATTACHED TO ALL NIGHT TRAINS. 





Spacious and Fine Saloon Cars! 


WITH ALL MODERN IMPROVEMENTS, RUN UPON ALL TRAINS. 


BAGGAGE CHECKED THROUGH TO ALL IMPORTANT POINTS. 


27 For Through Tickets, Sleeping Car Berths, Baggage Checks, and information, apply at the office 
| of the Company in the Great Central Depot, foot of Lake St. 


Hyde Park and Oakwoods Train. 


--LEAVE.—. -—ARRIVE.— ae P i 


| LEAVE. —A cat 
| HYDE PARK TRAIN,... *6:200A.M. *7.45 A.M. | HYDE PARK TRAIN,....*3:00 P.M. = *5:15 P. Ye 
7: 


HYDE PARK TRAIN... *8:00 A.M. 9.15 A. M. | HYDE PARK TRAIN.,....*6:10 P. M. 35 P. 
HYDE PARK TRAIN,,.. *12:10P.M. 1:50 P. M. 
* Sundays Excepted. 


W. P. JOHNSON, Gen. Pass. Agent. M. HUGHITT, Gen. Supt. 


wok {i 
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1870. 


Great Central Route ? 


1870. 


SPEED! COMFORT! SAFETY! 


MICHIGAN CENTRAL and GREAT WESTERN RAILWAYS! 


The Great Central Route, via Niagara Falls, to 


NEW YORK AND 


NEW ENGLAND. 


Pullman’s Magnificent Palace Drawing-Room Cars, 


— FROM 





CHICAGO TO NEW YORK CIT Y, WITHOUT CHANGE. 


ya © PASSENGER TRAINS LEAVE CHICAGO, DALIIsW EXCEPT SUNDAY. 
(DEPOT, FOOT OF LAKE STREET,) as Follows: 


5:00 A. M. MAIL TRAIN. 


Stops at all Stations. 


Arrives DETROIT at 5:40 P, Mi. 


(SUNDAYS EXCEPTED.) 


.; Battle Creek 4:28, Marshall 4:48, 


11:30.A, M.,SRECIAL NEW YORK & BOSTON xp. 


(SUNDAYS EXCEPTED London 12:05, A. M. Hamilton 2:35 A. } 


BOSTON, 11:50 BP. M. gar This train connects at ROCHESTER (7:00 A. M.) with 


Jackson 5:45, Detroit 7:55, 


M ; Toronto 920, Suspension Bridge 3:55, Rochester 7:00 A. M; Albany, 2:00 P. M.; NEW YORK, 6:25, 


wWwaener’s Magnificent Palace Drawing Room Cars! 
tay” RUNNING THROUGH TO NEW YORK, WITHOUT CHANGE!  ¢@} 


») 
(DAILY -) fast]; Hamilton 11:40. Suspens ion Bridg? 


1:30 P. M.; Rochester 5:00 


A MAGNIFICEN DL DRAWING-R09M SLEEPING CaR is attached to this train daily, FROM CHICAGO TO NEW YORK CITry. 


P. M.AtRSa Se ttt eee 


Kalamazoo, 10:25 P. M.; Jackson, 1:00 A. M.; Detroit 3:40, London, 8:35, [Break- 
P, M.; Albany, 1:30 A.M.; NEW YORK, 6:40 a. &. p SSoeun, 11:00 A. M, 
The celebratec 


s@ Hotel Drawing-Room Car is also attached to this Train from Chicago to Rochester! “ea 


wr These, together with ELEGANT DAY CARS TO SUSPENSION BRIDGE, make this Train the favorite Train for all points Kast, 
meek) 5 


SPECIAL NOTICE.—Boston and New England Passengers will please notice that this Train now makes direct connec- 
tion through. A SLEEPING CAR is attached at Rochester at 5.20 P. M., running through to Springfield, Mass., thus avoiding 
transfer at Albany. Breakfast at Springfield. This Train reaches Springfield early enough second morning to Connect with all 


Trains up and down the Connecticut. 


9:00 P. M.. NIGHT , EXPRESS. 


11:03 P. M.; Niles, 12:25 A. M.; Kalamazoo, 2:00; Marshall, 3:12; Jackson, 4:25; Grand Trunk Junction, 7:00; Detroit, 7:30; Lon- 


(SAT. & SUN. EXCEPTED). 
Albany, 6:30 A. M.; NEW YORK, 10:00 A. MI.3; BOSTON, 3:40 P, M. 


don, 1:45 P.M; Reaiibne. 4:35; Toronto, 9:35; Niagara Falls, 6:15; Buffalo, 7:15 P. M.; Rochester, 9:10; Syracuse, 12:25 A. M.; 


Rome, 1:55; Utica, 2:25 ; 


PULLMAN’S PALACE SLEEPING CARS ARE ATTACHED TO THIS TRAIN FROM CHICACO TO DETROIT, 


And from Suspension Bridge to New York. 


WE INVITE THE ATTENTION OF THE TRAVELER to the SPLENDID EQUIPMENTS of this FIRST-CLASS LINE TO THE EAST ! 


iw” FOR THROUGH TICKETS, and any and all information, Sleeping Car accommodations, &c., apply at General Office in Tremont House Block, at office in 


Great Central Depot; also at No. 60 Clark street, under Sherman House; at Grand Trunk Railway Office, 45 


53 Clark street, and at office under Briggs House. 


H. E. SARGENT, Gen. Supt. M.0.B.B. 


CHICAGO, INDIANAPOLIS & LOUISVILLE 


THROUGH LINE! 


—VIA-— 
MICHIGAN CENTRAL RAILROAD. 
THE ONLY ROUTE TO 
TO LOUISVILLE, WITHOUT CHANGE OF CARS. 
TWO EXPRESS TRAINS Leave Chicago Depot, Foot of Lake as Follows : 

9:00 A, M.,MORNING, EXERESS, 

4°33( ) P V AFTERNOON EXPRESS. 


® Arriving at Michigan City 6:20 P.M. [Supper]; LaFayette, 11:30 P. M- 
(Excerpt Saturpar ) Indianapolis, 2:15 A. M.; Louisville, 7:00 A. ML: Nashville, 4 00 P. M. 


A GOOD SLEEPING CAR is Attached to this Train Every Night, 


And goes from Chicago to Louisville WITHOUT CHANGE! 








t@ SPECIAL NOTICE. —This Train stops at Michigan City for Sup- 
per, and waits at that point for Michigan Central Atlantic Express East, leaving Chicago at 4:45 & m. 
Passengers going South, and wishing as much time in Chicago as possible, can take the 4:45 p. m. Michi- 


gan Central Atlantic Express, and connect without fail at Michigan City, with above Through Louisville 


Express. 


THE GREAT BR 


passengers are relieve 


GE ACROSS THE OHIO %t Louisville being completed, 


of the omnibus transfer. 


Fr 
Tice reRgces TICKETS, via this line, apply at offices of connecting lines and at all 


HENRY C. WENTWORTH, Cen. Pass. Agent. 


W, K, MUIR, Gen. Supt. Gt. Western RB, W. 





lark street, or at New York Central Railroad Office, No. 


HENRY 0, WENTWORTH, Gen, Pass, Agt, 


Michigan Central R. R. 


LOCAL CONNECTIONS: 


Chicago & Michigan Lake Shore Railroad. 


Open from New Buffalo to St. Joseph, Mich. 
5:00 A. M. anv 4:30 P. M. Trains from Chicago Connect at New Buffalo. 


Kalamazoo, Allegan & Grand Rapids R. R. 


Open te Grand Rapids. 
Trains from Chicago Connect at Kalamazoo. 


Peninsular Railroad of Michigan. 


Open to Charlotte. 
Trains from Chicago Connect at Battle Creek. 


Jackson, Lansing & Saginaw Railroad. 


Open to Bay City, Mich. Passing through Lansing and Saginaw. 
5:00 A.M. anp 9:00 P. M. Trains from Chicago Connect at Jackson. 





11:30 A. M. anp 9:00 P. M. 





5:00 A.M. anp 9:00 P. M. 


GRAND TRUNK RAILWAY. 


All Michigan Central Trains Connect at Grand Trunk Junction 
— FOR — 


SARNIA, TORONTO, MONTREAL, 


PORTLAND, BOSTON, BUFFALO, OGDENSBURG 


” AND ALL POINTS EAST. 


H, E. SARCENT, General Superintendent. 
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WHAT IS SAID OF THE RAIL- 
ROAD GAZETTE. 


**Has been for thirteen yearsa live, energetic 
railroad newspaper, and has fought its way up 
among its many competitors for the favor of the 
railroad pubiic, — in strength and rising in 
importance year by year, until today it stands sec- 
ond to no journal of that important class in the 
United States °—FPeoria Daily Transcript. 


‘* A very neat publication in point of appearance, 
and, as it always has mn, is now a reliable, inter- 
esting and accurate journal. ably edited in its va- 
rious departments. *  * Our scissors have 
wandered over its columns ‘* many atime and oft,” 
and avers with gratifying results.’’— Buffalo Com- 
mercial Advertiser . 





“The news is very full, the discussions are con- 
ducted in good temper and with excellent infor- 
mation. fo judge trom this first number, the con- 
ductors of the GazeTrEe know what “railroading” 

i s, and what & proper weekly journal should be.” 
—WNew York World. 


**One of our most valuable exchanges. * * * 
Its columns teem with reliable information of 
reat benefit to railroad men of every section of 
the United States.”—Leavenworth B in. 


‘** Emphatically a journal of transportation, and 
contains every conceivable item of news on the 
subject of railroads, steamboats, telegraphs, ex- 
press companies, etc.”"— Flint (Mich) Globe. 


‘*Fall of information, scientific and general, 
with regard to railroads all over the country, their 
Y” eater operation, etc.”—Rochester Chroni 
cle. 


“ For railroad men and others wishing to keep 
themselves thoroughly posted on railroad matters 
be know of no better paper.” — Madison State Jour- 


‘** A most valuable thing to the engineer and all 
railway men, the capitalist, traveler, mechanic 
and general reader.”— Brooklyn (N. Y.) Argus. 


** As it devotes much attention to Southern rail- 
road and industrial interests, it is always interest- 
ing to Southern readers.”—Galveston News. 


** Has always been one of the best papers of the 
country for railroad intelligence."—New York 
Commercial and Financial Chronicle. 


‘In every respect a worthy representative of the 
energetic and go-ahead city where it is published.” 
— Cincinnati Railroad Record. 


‘* Every man who is at all interested in railroads 
would do well to take the Gazgrrs.”—Jackson- 
ville (1U.) Independent. 


‘Of great interest to railroad men, and almost 
oqaell so to those who use railroads.”—Marshali 
( Neh.) dlaleoman. 


‘* Makes a very handsome yoy and is full 
of valuable matter.”— Chicago ning Post. 


THE RAILROAD GAZETTE. 


THE RAILROAD GAZETTE. 


A Journal of Transportation. 


ness Of Transportation, and the Dissemination 
of Railroad News. 


ee 


Illustrated Descriptions of Kugineering Works and Railroad Machinery and Rolling Stock. 
Contributions from Practical Railroad Men, on the Business of Railrvading 


A Complete Record of Railroad News. 


NEW ORGANIZATIONS. 
PROGRESS OF NEW ROADS. 


ELECTIONS AND APPOINTMENTS. 


RAILROAD LAW. 


ENGINEERING AND MECHANICS. 
TRAFFIC AND EARNINGS. 
LAKE AND RIVER NAVIGATION. 
RAILROAD MANUFACTURES. 


The Cream of the American and European Technical Periodicals. 


An Impartial and Independent Journal, Valuable to Every Railroad Man. 


TERMS OF SUBSCRIPTION : 


Single copy, per annum, ...........s cesses eeeee 
Four copies, per annum, 


$3.00 
11.00 


Seven copies, per annum, and one to the per- 
son who gets up the Club. .......0.-.- ee eeee $20.00 


CANADA SUBSCRIBERS, twenty-five cents additional. 


Extra Coptss, ordered by the quantity, will be furnished at $5.00 per hundred. 


SINGLE Cortgs, ten cents each. 


ADVERTISING BATES will be made known on application. 


Address— 


A. N. KELLOGG, Publisher, 


101 Washington St., Chicago. 


| 
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WHAT IS SAID OF THE RAIL- 
ROAD GAZETTE. 


** Has always been one of the most valuable pub- 
lications in the West. * * * s bound 
to continue its sway as the leading railroad journal 
of the country.”’—Sedatia (Mo.) Bazoo. 





‘A publication of great value to every one in- 


| terested in railroads and railroading, and its scien- 
Devoted to the Discussion of Subjects Connected with the Busi- | 


tific articles are of great value to every scholar.”*— 
Oshkosh ( Wis.) Northwestern. 


‘**In its financial and commercial views in con- 
nection with the railroad interests of the country, 
may be regarded as one of the first papers of the 
United States.”— Pensacola Observer. 


‘It will compare favorably with any similar pub- 
lication, not only in New York or Boston, but in 
London or on the Continent.”"— Waukegan (lll.) Ga- 
zelte. 


‘““It appears to be in many 
journal of its class now extant.” 
Railway News. 


features the best 
—New York Official 


‘*‘Animpartial and independent journal, valuable 
to every railroad man.’—Purkersburg (W. Va.) 


‘**It must prove a very valuable paper to stock- 
holders and those who are interested in railroads.” 
—New York Globe. 


** Unquestionably the best railroad 


journal inthe 
United states.— Waukegan (Il.) t. 


Patrio 


“The best informed railway newspaper publish- 
ed in the West.”—Aurora (1U.) Beacon. 


** A well-edited paper, pone, industry and in- 
telligence.”"—American Railway Times. 


“Well worthy the patronage of all intelligent 
railroad men.”—Kalamazoo Gazette. 

“ Replete with matters connected with railroad- 
ing.” - Holmesburg (Pa.) Gazette. 


“* We regard it as the best railroad paper out. ’’— 
Peoria Naivonal Democrat. 


** Equal in appearance to any technical journal 
of America.’’— Atchison Patriot. 


“Every railroad man reads the GazETTs.”’— 
Bloomington (ill.) Leader. 


**A complete repository of railroad news.”— 
Harrisburg (Pa.) Patriot. 


“The best journal of its class in the United 
States.”"—Lavrosse Leader. 

** Promising much for the fature.”"—Detroté Com- 
mercial Advertiser. 

“ A model of what a railroad newspaper should 
be.” — Chicago Tribune. 

“An excellent journal for railroad men.”’— Man- 
kato (Minn .) Record. 


“Of great interest to railroad men.”— Delaware 
(0.) Gazette. 








JACOB R. SHIPHERD & C0, 


155 and 157 LaSalle Street, 


CHICAGO. 


RAILWAY BANKERS 


NEGOTIATE 
MORTGAGE BONDS, 
And Local Bonds issued in Aid; 


Make Advances; Complete Unfinished 
Roads, etc., etc. 





OF THE 


Railroads of the United States 


FOR 1870-71. 


Showing their Mileage, Stocks, Bonds, 
Cost, Traffic, Earnings, Expenses, 
and Organizations ; 


WITH A 
SKETCH OF THEIR RISE, PRO- 
GRESS, INFLUENCE, &c. 
With an APPENDIX, 


Containing a Full Analysis of the Debts 
of the United States, and of the 
Several States. 


BY HENRY V. POOR. 
Price $5, Delivered at any address. 


Published by H. V. & H. W. POOR, 
57 Broadway, New York. 


NEWS DEALERS 


Should Address Orders for 
THE RAILROAD GAZETTE, 
The Western News Company, 


CHICAGO. 


AMERICAN BUILDER, 


AND JOURNAL OF ART. 
CHICAGO. 


A Paper For Everypopy. 


Every Architect, Builder and Mechanic 
Should have It. 


Its pages contain the best and most original 


designs, fully illustrated; and adapted for general 
use, 
The original articles that appear in each number 


of THE BUILDER, 
Beautiful Designs for 


Cottages and Residences, 
make it worth many times its subscription price. 
TERMS :—$3.00 per Year. 
Address 


together with its Original and 


CHAS. D. LAKEY, 
115 Madison St., Chicago. 





ILLINOIS 


Manufacturing Co., 


479, 481 & 483 STATE S8T., CHICAGO, 
Manufacturers of 


RAILWAY CAR TRIMMINGS, 





BLISS, TILLOTSON & CO, 


Manufacturers and Dealers in 


TELEGRAPH MACHINERY, 


— AND — 


SUuPPwLinbs 


Ot Every Description. 


247 South Water Street, 


CHICAGO, ILL. 





Removable Globe Lanterns, 
O. A, Boaur, Pres. Jas. E. Cross, Supt. 
A. H. Gunn, Sec’y. J. M. A. Dew, Ass’t Sup. 


L. @, TILLO TSON & 0O., N. ¥.| GH. BLISS, CHIOAGO. 


IRON BRIDGES, PIVOT BRIDGES 


-— AND — 


Turn Tables. 


————¢ 


F.C. LOWTHORP, 
Civil Engineer, Patentee & Builder, 


78 E, STATE STREET, 
TRENTON, N. J. 


F, E. Canda, 
BRIDGE BUILDER 


—AND— 


GENERAL CONTRACTOR. 
No. 28.Clark St., 
CHICAGO, - - ILLINOIS. 





L, C. BOYINGTON, H. A. RUST. 


Boyington & Rust, 
BRIDGE BUILDERS, 


— AND -— 


CONTRACTORS. 


Nos. 2 and 8 Andrews Building 
157 LASALLE ST.. CHICAGO. 





Builders of Iron, Combination and Howe Truss 
Railroad and Highway Bridges, Roofs 





| 


| 
| 
| 





and Engine Turning Tables. 


AKRON GEMENT. 
Union Akron Cement Company, 


SOLE MANUFACTURERS. 
OFFICE AND WAREHOUSE: 
88 MARKET ST., CHICAGO, 


20 Central Wharf, Buffalo. 


Orders of Contractors, Railroads, and Bridge 
Builders, promptly filled. 














KELLOGG, CLARKE & CO., 
Rugineers & Iron Bridge Builders, 


OF PHCENIXVILLE, PA., 


Will henceforth have their Principal Business Of 
fice at 410 Walnut St., Philadelphia, to 
which all correspondence should be addressed. 
Circulars, plans and prices sent on application. 


SEWER PIPE, DRAIN TILE, 


Bath Brick & Fire Brick, 


Manufactured and Sold by 


THE JOLIET MOUND (0, 


Joliet, Will Co., Dlinois, 





Office and Yard in Chicago, 
Cor. Washington & Market Streets. 


@ Orders and inquiries promptly attended to. 
JOULET MOUND CO. 





ANDREW CARNEGIE, Tos. M.CARNEGIE, 
PRESIDENT. VICE-PRESIDENT. 
ANDREW KLomAN, GEN. SuP’t. 


THE UNION TRON MILLS, 


Of PITTSBURGH, Pa. 





Sole Manufacturers, under our own Patents, of 
IMPROVED “I” BEAMS, 
CHANNEL BARS, 
Best Quality of 


LOCOMOTIVE & CAR AXLES, 


(“ KLOMAN ” Brand.) 
** Tinville & Piper’s Patent ’’ 


Round and Octagonal HOLLOW 
WROUGHT IRON POSTS, 


—AND— 


“Upset” BRIDGE LINKS 


GENERAL WESTERN OFFICE: 


No. 13 Fullerton Block, Dearborn-St., 
CHICAGO, ILLINOIS. 


THE UNION IRON MILLS mannfacture all 
sizes of Pipe Iron, Merchant Bar, Forgi Ham- 
mered and Rolled Locomotive and Car Axles, from 
the very best iron. Splice Bars (or Fish Plates,) to 
suit all Patterns of Rails. Bridge Iron and Bolts 
“I** Beams, Girder Iron, Channel Iron, &c. 


WALTER KATTE, Western Agent. 





